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THE LIGHTEST SELF-CONTAINED 
TIE-TAMPER 


Atlas Copco develop a new lightweight machine from the Cob, 


A simplified version of the powerful 
Cobra, the Cobra Tie-Tamper is an easily 
portable, self-contained machine for tie- 
tamping, spot surfacing and railroad 
work generally. 

Operating tests on European railways 
with wood, concrete and steel ties, and 
different kinds of ballast under varying 
conditions, have shown the Cobra Tie- 
Tamper to be unsurpassed by any other 
hand-held tie-tamper. 


Here are some of the advantages 

Easily cleared from the track on train 
approach. 

No trailing wires and hoses to get in the 
way. 

Weighing only 22kg., it is the lightest 
self-contained tie-tamper in production 
today. 

Giving between 2,000 and 2,300 blows a 
minute, the Cobra is designed to give the 
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POINT BREAKER WIDE RAMMER PLUG 
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Sttlas Copco PUTS COMPRESSED AIR TO WORK FOR THE WORLD 


Contact vour local company or write to Atlas Copco AB, Stockholm 1, Sweden, or Atlas Copco 





heaviest blow possible without breaking 
the ballast. 

Excessive pressure by the operator is un- 
necessary as the machine need simply be 
rested against the leg. Recoil is absorbed 
by the machine itself. 


These tools make the Cobra versatile 

An extensive range of tools is available 
upon request (see below). These enable 
the Cobra to be used for frozen earth 
excavation, ice removal, ditching and the 
break-up of crossroad paving. 


A complete range 
of compressed air equipment 

Atlas Copco manufactures portable and 
stationary compressors, rock-drilling 
equipment, loaders, pneumatic tools and 
paint-spraying equipment. Sold and ser- 
viced by companies and agents in ninety 
countries throughout the world. 


POST HOLE 
TOOL 


(Great Britain) Ltd., Beresford Avenue, Wembley, Middlesex. 
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Speeding up Electrification Work 


THE good progress being made with the British Railways, 


Southern Region, third-rail electrification to the Kent 
Coast and with the Eastern Region a.c. electrification scheme 
in Essex and in the London suburban area tends to obscure 
the fact that progress on the much greater project of electrifying 
at 25 kV. between London and Manchester and Liverpool is, 
as it must be, slow. The Chairman of the British Transport 
Commission, Sir Brian Robertson, pointed out at the Associa- 
tion of Supervising Electrical Engineers annual dinner at 
Grosvenor House, London, last Friday, that time was not on 
the side of British Railways and that the Commission had 
resolved that the London-Manchester/Liverpool electrification 
in the London Midland Region must be accelerated by several 
years. The co-operation of the electrical industry and consult- 
ing engineers may be expected to continue. The various 
electrification projects have been planned to take advantage 
of the combined working and materials capacity of private 


RAILWAY GAZETTE 


469 


enterprise and of the railways. Speeding up of so large a 
scheme is going to be very difficult, especially when heavy 
engineering work and re-signalling are involved. Meanwhile 
the quicker transits and operating economies derived from 
electric traction are badly needed. In the case of the Euston 
to Crewe, Manchester, and Liverpool lines, electrification 
necessitates virtual rebuilding of a railway in full operation and 
interference with traffic on a scale requiring careful appraisal 
of the dimensions which may be necessary. Conversion be- 
tween Crewe and Euston involves ballasting of 1,560 single 
track-miles of line, lifting of 728 bridges, widening and opening 
out of nearly 14,000 yd. in tunnel, re-signalling and track 
circuiting of 1,400 single track-miles, and erecting overhead 
equipment for 1,700 single track-miles including sidings. All 
this is additional to the problems of contracts and supply of 
materials. Conversion of the East Coast main line of the 
Eastern and North Eastern Regions will involve work on a 
like scale. One of the greatest problems in a.c. electrification 
is that of high voltage. This involves increased clearances 
through tunnels and overline bridges, or reductions of the 
voltage through these structures. 


Mr. W. H. McFadzean 


HE Federation of British Industries has made an excellent 
choice in election of Mr. William H. McFadzean as its 
President for the coming year. As Chairman & Managing 
Director of British Insulated Callender’s Cables Limited, 
Mr. McFadzean has played an important role in one of our 
leading export industries. Over the last 12 years he has 
spent many months overseas, and has visited 51 different 
countries. As Vice-Chairman & Industrial Leader of the 
Advisory Council on Middle East Trade, he has a particular 
knowledge of the export potentialities to this part of the world. 
He is keenly interested in the development of the Common- 
wealth and places great value on the exchange of visits between 
its peoples. He is also interested in the problems of re-settling 
retired officers in industry, and in the training and education 
of personnel. His world-wide connections, knowledge of 
commerce and trade, and his thorough understanding of the 
many problems of industry, make him entirely suited to assume 
the important responsibilities of President of the Federation. 


Transport Union Claims 


URING the past seven days, railwaymen and busmen 
alike have submitted claims for improvements of one 
kind or another. The N.U.R.’s claim for a substantial wage 
increase which, as recorded editorially on April 10, was for- 
warded on April 2 to the British Transport Commission, will 
be presented to the Railway Staff Joint Council on May 6. 
From there it will be passed to the Railway Staff National 
Council, which consists of representatives of the Commission 
and the three railway unions. If no agreement is reached at 
that stage, it automatically will proceed for arbitration to the 
Railway Staff National Tribunal. Last Friday, provincial 
busmen formally submitted their demand for a shorter working 
week. Negotiations on the claim will probably begin within the 
next fortnight. In addition to the cut in hours which the 
provincial busmen are asking of the municipal bus under- 
takings, privately-owned companies and the British Transport 
Commission will be faced with demands for a pension scheme 
(a scheme comparable with that for railwaymen’s pension 
arrangements is in mind), and a national wage agreement 
on one-man buses. 


Norwegian Development Plans 


RAILWAY building on an extensive scale began relatively 
late in Norway, and largely because of the sparseness 
of the rural population it has been regarded as a means of 
developing the country. An important line under construc- 
tion is that along the north-western coast to B6dG. Other 
building projects are understood to have been under considera- 
tion. A 10-year modernisation and rationalisation scheme 
for the railways, costing about £120 million, now before the 
Norwegian Parliament, provides inter alia for continuation of 
most of the existing schemes for railway electrification, and 
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replacement of obsolescent rolling stock. No new lines would 
be started, but lines already under construction would be 
completed. Uneconomic lines would be closed. Develop- 
ment of country districts where there were no railways existing 
or building, would be by extensive road construction. The 
plan includes a long-overdue central station in Oslo. 


Overseas Railway Traffics 


PARAGUAY Central Railway receipts have continued to 

improve in comparison with last year’s figures. Aggre- 
gate receipts at February 13, 1959, showed an increase of 
G12,224 compared with the same period of 1957-58, and 
although returns have fluctuated from week to week, the 
increase at March 27, six weeks later, was G1,562,303. 
During February last year receipts were boosted by record 
dispatches of sugar, so the continued improvement in this 
year’s receipts reflects the satisfactory state of goods traffics. 
Salvador Railway Company receipts for February, 1959, 
amounted to colones 230,000 compared with colones 382,000 
in February, 1958. The aggregate receipts from July 1, 1958, 
amounted to colones 1,876,000 (colones 1,261,000). Net 
railway earnings of the West of India Portuguese Guaranteed 
Railway Co. Ltd., showed a further decline during March in 
comparison with last year’s receipts. Aggregate receipts at 
March 31, 1959, from the beginning of the financial year 
totalled Rs.2,354,191 compared with Rs.3,784,395 in the cor- 
responding period of last year, a decrease of Rs.1,430,204. 
This decrease was almost entirely due to a decrease in goods 
traffic. Figures received from the Midland Railway Com- 
pany of Western Australia Limited show that estimated rail- 
way and road service receipts in January amounted to £A72,249 
(£A70,247 in January, 1958). 


Deficit Probable on Rhodesia Railways 


A DEFICIT of about £2,000,000 is thought likely on the 

working of Rhodesia Railways during the year ending 
June 30 next. Factors which contribute to this shortfall 
include the general decline in traffic during 1958, the cost of 
the extensive development programme which was started 
before the effects and extent of the trade recession became 
clear, loan repayments of about £5,000,000, and loss of about 
£200,000 revenue through the copper strike in 1958. The 
position seems to be improving, for after losing £67,000 in 
September, £225,400 in October, and £75,024 in November, the 
railways had an operating surplus of £113,197 in December, 
1958. There was an improvement in copper traffic at the turn 
of the year, but this and other traffics are reported to continue 
to be below the corresponding figures for 1958. Total earnings 
for 1956-57 at £27,920,458 were a record, due to increased 
mineral and other goods tonnages, and greater passenger 
traffic. Working expenses, including provision for deprecia- 
tion and renewals, were only £23,175,652. Such a satisfactory 
state of affairs seems unlikely to recur in the near future, 
unless the economic situation improves promptly. 


New Terminus at Capetown 
THE new passenger station and administrative offices of 
Capetown of the 3-ft. 6-in. gauge, South African Rail- 
ways, are expected to be complete in mid-1964 and by the end 
of 1960 respectively. A terminus to replace the present rambling 
structure in Adderley Street is long overdue. The new station 
is being built on the seaward side of the existing terminus, and 
it also will be in a particularly convenient position in the centre 
of the city. It will include a covered park for 375 motorcars 
over the main-line platforms, on part of an overhead structure 
500,000 sq. ft. in area known as the station deck. This feature 
might well be adopted in other countries. The cost of the deck 
is being shared by the City Council and the Foreshore Board. 
Five of the 24 platforms will be for main-line trains, and will 
be 1,500 ft. long, accommodating long trains hauled by electric 
locomotives. The 17 suburban platforms, 740 ft. long, will be 
served by multiple-unit electric trains. The four-storey main 
building opposite the ends of the main line platforms and 
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fronting on Adderley Street, will contain inter alia an air 
terminal office. Ample provision is being made for handling 
luggage and parcels. 


Speaking up for the Railways 


Tt danger that British railwaymen may be discouraged 

listening too much to their critics, so that the quality of 
their service suffers, is stressed by “ The Man on the Line” jp 
an editorial in the current issue of British Railways Magazin. 
Railway staff, he urges, should speak about what the railways 
do well and defend the railways every time they hear them 
criticised. ‘The Man on the Line” often in his editorials 
has drawn the attention of his railwaymen readers to short. 
comings in railway service, and cannot be accused of com. 
placency. Such defects are caused, and can be put right, by 
railwaymen in relatively junior grades. Railway servants 
would do well to listen carefully to critics of the service even 
although they do not listen too long. On the other hand, fora 
railwayman meekly to accept unmerited criticism of the 
railways, or himself to decry railway services, only engenders 
contempt. Regional managements are telling the public of 
railway achievements by means of broadsheets, other periodical 
publications, and posters. Some of these are excellent. But 
they are not substitutes for words in season and explanations to 
members of the public from men and women known in the 
railway services. 


Electrification Extension in Germany 


LECTRIC working over the Remagen-Cologne-Diisseldorf 
section of the German Federal Railway is scheduled to 
begin with the introduction of the summer timetable in May, 
and will improve the whole of the traffic working along the 
Rhine valley and over the Cologne-Ruhr main line. Closing 
of this gap will give a continuous electrified single-phase 
15-kV., 16.6-cycle route from Hamm through Dortmund, 
Essen, Duisburg, Cologne, Mainz, Stuttgart, Munich, and 
Salzburg to Vienna, and over the alternative route from 
Mainz through Frankfurt, Wiirzburg, Nuremberg, Passau, 
and Wels. Electrification is also complete, though not yet in 
operation, between Bietigheim and Heilbronn. The Karlstor 
tunnel at Heidelberg is being heightened and re-lined so that 
‘electrification can be extended from Heidelberg. There seems 
to be no intention at present to link up with the Netherlands 
Railways 1,500-V. electrified system near Venlo, or the Belgian 
National Railways 3,000-V. system, which is to be extended 
from Liége to the frontier near Aachen. Development of 
multi-voltage electric locomotives and motor coaches will 
make possible through electric working when different systems 
are linked. 


Electrical Signalling at Penge Tunnel 


HE recent extension of colour-light signalling from Herne 
Hill to Beckenham Junction on the main line of British 
Railways, Southern Region, saw the removal of the banner 
type distant signals at each end of the Penge (sometimes called 
the Sydenham Hill) Tunnel. To repeat the mechanical 
distants then located inside the tunnel, the L.C.D.R. brought 
into service on August 19, 1875, small electrical semaphores 
constructed by W. R. Sykes (1840-1917). Modified to operate 
a revolving disc, the mechanism became applied as a shunt 
signal at Mansion House, District Railway; at Victoria, 
L.C.D.R., remaining in use there until 1919; and a few other 
places. Fora similar purpose at Glasgow St. Enoch, G.S.W.R. 
in 1898, Sykes produced what became called the banner 
signal, because at first the arm was formed of bunting fixed 
on a wire frame. New signals of this type then replaced the 
original equipment of 1875, acting as actual distant signals; 
the mechanical ones in the tunnel, very difficult to see, wert 
then taken away. Some years ago a modified banner design 
giving the appearance of a yellow fishtail arm illuminated 
electrically from inside the case was introduced, and it is this 
which in turn has given place to ordinary multiple-aspect 
working. Electrical signalling has thus been continuously in 
operation at the Penge tunnel for nearly 84 years. 
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Swiss Electric Locomotives 


LIKE old soldiers, Swiss Federal Railways electric loco- 
motives never seem to die; they do not even seem to fade 
away. Despite the large numbers of 2,000-h.p. Bo-Bo loco- 
motives of post-war build, and the 6,000 h.p. Co-Co Gotthard 
locomotives, One sometimes wonders if any S.B.B. electric 
locomotive built since 1919 has been scrapped. At any rate, 
a recent wait of 15 min. on Baden station was enlivened by 
the sight of a two-motor rod-drive 1-B-B-1 of 1920, built 
originally for working from Erstfeld over the Gotthard route; 
of two of the 10300 class of rod-drive 2-C-1 units and two of 
the 14 class 1-C-C-1, both of 1922 vintage, and the latter, 
the main freight power over the Gotthard for 30 years. Of 
course, any journey through Switzerland brings a sight of 
many of these locomotives, of the 2-Co-1 type of 1924-25, 
and of that backbone of S.B.B. motive power for many years, 
the 2-Do-1 class dating back to 1928. But none of these 
30-38-year old electric locomotives ever appears in the least 
degree decrepit. They run with as little mechanical noise as 
ever; and the 1-B-B-1 unit seen at Baden had even been fitted 
with new wheel sets and hollow-bored axles. 


Plain Words 


" Pegpernesen W. P. REED’S outspoken report on the fatal 
collision at Eastbourne on August 25, 1958, summarised 
in this issue, shows the cause to have been failure properly 
to control the incoming train which in consequence was 
approaching the terminus much too fast, even had all the signals 
been in its favour, and then neglect to obey the home signal 
after the distant had been seen by both driver and guard to be 
against them. There can be no doubt whatever that the home 
signal was properly at danger, while no rule was infringed in 
accepting the train up to it. Independent evidence rendered 
that given by the trainmen open to the gravest doubt in certain 
vital respects and Colonel Reed was quite unable to accept it. 
Unwillingness on the fireman’s part to make a clear statement 
made it impossible to find out what in fact was happening on 
the footplate as the express ran in and full responsibility for 
the collision, which did much damage to the front of the 
standing electric train, is laid on the driver. 


Canadian National Railways in 1958 


HE report for 1958 to the Canadian Minister of Transport, 
Mr. George Hees, of the Canadian National Railways 
board, of which Mr. Donald Gordon is Chairman, is a com- 
prehensive, well-written and well-illustrated document produced 


with commendable promptitude, after the period with 
which it deals. It shows that a considerable reduction was 
achieved in operating expenses, despite a continued rise in 
wage costs during the year. This was not enough to offset 
the drop in receipts from nearly all types of traffic, caused by 
the reduced level of economic activity in 1958. Operating 
revenues decreased by 6.4 per cent compared with 1957. There 
was also a heavy increase in fixed charges. The result was a 
deficit of some $51.6 million. 

The goods ton-mileage decreased by 4.4 per cent. With a 
drop in the average revenue per ton-mile, this caused freight 
revenues to decline to $545.2 million, 7 per cent less than in the 
previous year. Goods tonnage was 79.5 million against 
88.9 million in 1957, but the effect of this drop was partially 
offset by an increase in the average length of haul from 413 
to 441 miles. The principal decreases in traffic were com- 
modities such as coal, mine products, pulp and paper, iron 
and steel, motorcars, and petroleum products. The average 
revenue per ton-mile fell from 1.601 cents in 1957 to 1.554 cents, 
attributable mainly to an increase in the movement of grain, 
one of the lowest-rated commodities carried by the railway. 

A freight rate increase of 3.6 per cent was granted by the 
Board of Transport Commissioners effective from January 15, 
1958, but on appeal was disallowed by the Governor-in- 
Council before being implemented. On September 16, the 
railways applied for a 19 per cent interim freight rate increase, 
with 25 cents per ton on coal and coke, the minimum required 
by the C.N.R. to meet wage increases on the basis recom- 
mended by a Board of Conciliation. The Board of Transport 
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Commissioners granted the railways an interim increase of 
17 per cent in freight rates, with 22 cents per ton on coal and 
coke, effective from December |. Incentive loading rates, 
designed to meet road haulage competition and to induce 
consignors to load wagons more closely to capacity, helped 
to reduce the impact of the decline in goods traffic. More 
extensive use was made of agreed charges in an effort to stimu- 
late traffic. A decline of 8.5 per cent in the number of passengers 
and a decrease from 108 to 100 miles in their average journey 
combined to reduce passenger revenues to $41.5 million, 
a drop of 11.4 per cent from the 1957 level. Total 
passenger-miles decreased by 15.3 per cent. 

Of the 12.7 million passengers carried 38.1 per cent were 
season ticket holders, and this provided 3.3 per cent of total 
passenger revenues. The receipts from other passenger 
services, such as sleeping and refreshment cars decreased 
to $9 million in 1958, a drop of $2.2 million. Continued 
emphasis was placed on market research to secure better 
information for sales promotion and planning. Efforts were 
intensified to stimulate rail travel through the use of such 
specially priced services as the family fare plan. 

The following are some of the principal results for 1957 
and 1958: 

1957 


23,820,127 
42,073,087 
s 


1958 
23,075,444 
37,507,065 


Passenger train-miles 
Goods train-miles 


$ 
560,265,237 
50,493,785 
704,497,410 
700,021,499 
4,925,911 
19,190,366 
33,872,693 
11,097,583 
$1,591,424 


604,932,271 
58,035,602 
753,165,964 
734,556,041 
18,609,923 
20,658,337 
24 766,117 
11,049,277 
29,572,541 


Freight revenue 

Passenger revenue 

Total operating revenue 
Operating expenditure 

Net operating revenue 
Taxes, rent, etc ies 
Interest on public bonds 
Government interest ane 
Surplus (+) or deficit (—) 


Operating expenses were reduced to $700 million, 4.7 per cent 
below the 1957 figure. Permanent way maintenance expendi- 
ture rose by $3.5 million to $157.3 million, mainly as a result 
of wage rate increases totalling $3.7 million. |The volume of 
work accomplished during 1958 was also slightly larger than 
in the previous year. Locomotive and rolling stock mainten- 
ance expenses were $16 million lower than in 1957, principally 
because the 1958 expenses were reduced by $7.5 million to 
eliminate a supplementary charge for steam locomotive depre- 
ciation made in 1957; wage increases under this heading 
totalled $2.7 million. Train working expenses fell by $23 
million to $319.4 million, despite wage increases of $10.3 
million. The decrease was a reflection not only of the lower 
volume of traffic but also of the important economies in train 
operation which have been achieved, particularly through 
extension of diesel traction. 

Compared with the previous year, higher wage rates and 
increased benefits added $18.5 million to expenses. The 
principal increase in wage costs resulted from an agreement 
concluded on November 26, 1958, between the railway and 
representatives of some 71,000 of its non-operating employees. 
This contract, valid until December 31, 1959, provided for a 
wage increase of four cents per hour retroactive to January 1, 
1958, plus increases of 3 per cent effective from September 1, 
1958, and April 1, 1959. Provision was also made for increased 
contributions by the company and by the employees to the 
Health and Welfare Plan. Wage costs were affected also by 
agreements concluded during January, 1959, with the Brother- 
hood of Railroad Trainmen, for train employees on Canadian 
lines, and with the Brotherhood of Locomotive Engineers, for 
engineers employed in the Western Region. 

The dispute with the Brotherhood of Locomotive 
Firemen & Enginemen was submitted to a Board of Concilia- 
tion in June, 1958, and its report is still pending. The most 
important issue involved was the proposal by the company 
that the conditions under which firemen (helpers) should be 
ordered to work on to diesel locomotives be recognised as a 
matter of managerial discretion. The union’s position was that 
the findings of the Royal Commission, under the chairmanship 
of Mr. Justice R. L. Kellock, in the Canadian Pacific firemen’s 
case had no bearing on the dispute with the Canadian National. 
The union further demanded a wage increase of 18 per cent 
besides higher fringe benefits. 

Much new construction was carried out during the year. 
On the Chibougamau line in northern Quebec, track was laid 
and the initial ballast lift completed on the 65-mile section 
from St. Felicien to Lake Chigoubiche, while on the second 
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and linking section from Lake Chigoubiche to Cache Lake a 
start was made on the laying of track. Grading and bridge 
construction on this portion were also well advanced. Contracts 
were let for a 52-mile line from Optic Lake to Chisel Lake, 
Manitoba, and at the year end work was well under way. 
This branch line will serve a mining development of the Hudson 
Bay Mining & Smelting Company. To facilitate the operation 
of faster, longer and heavier trains new rail was laid on 862 
miles of track, while part-worn rail was relaid on 326 miles of 
secondary lines. The six-year main-line track improvement 
programme in the Western Region was advanced according to 
schedule. It became necessary to extend passing sidings 
throughout the system. By the end of the year sub-divisions 
between Montreal and Winnipeg could accommodate 100- 
wagon trains, and those between Winnipeg and Edmonton 
117-wagon trains. Upon completion of the project, sub- 
divisions on the transcontinental main line will be able to 
accommodate trains of at least 100 vehicles. 


Installation of C.T.C. in four sub-divisions began during 
1958 and will be completed early in 1960. Plans were also 
made for the application of C.T.C. to five more sub-divisions 
in 1959. These installations are part of the company’s long- 
term programme which includes 40 sub-divisions or some 
4,000 miles of main-line track. It has already produced signi- 
ficant improvements in operating performance. Good progress 
was made with the three hump marshalling yards being built 
at Montreal, Moncton, and Winnipeg. 

Introduction of diesel traction continued with the delivery 
of 303 new diesel units. This completed the traction of the 
Atlantic Region and of the South Shore of the St. Lawrence 
east of Montreal. The changeover from steam power was also 
virtually complete in the Quebec, British Columbia, and 
Northern Ontario Districts. Most of the diesel locomotives 
purchased during the year were “‘road-switchers.”’ By the end 
of 1958, 88 per cent of goods gross ton-miles and 83 per cent 
of the passenger vehicle-miles were diesel worked. Rolling 
stock placed in service included two flat wagons with a load 
capacity of 168 tons, for special traffic, also five aluminium 
refrigerator vans, placed in test service to determine whether 
this equipment is superior, from an economic point of view, 
to conventional refrigerator vehicles. An order was placed 
for 125 of the highly successful double-deck motorcar trans- 
porters, a product of C.N.R. research. 

Substantial improvements were made in goods and passenger 
services throughout. Eastward goods train schedules from 
Montreal and Toronto to the Maritimes were reduced by 24 hr., 
and one-day earlier delivery was also achieved for consign- 
ments moving westward from Montreal and Toronto to 
Winnipeg. Facilities for common carrier ‘“ piggyback ” 
service were placed in operation at London, Port Arthur and 
Winnipeg. Piggy back service for railway-owned trailers was 
extended to include major points in the Maritimes. Thirty- 
eight passenger train schedules were reduced by an average of 
| hr. 35 min., largely through the substitution of diesel power 
and self-propelled diesel railiners. The cafeteria car, an experi- 
ment in economy meal service, proved to be successful and six 
more dining cars were being converted to fill the demand. 

During 1958, work was started in Montreal on the 
foundations for a new C.N.R. headquarters building and 
adjoining public parking garage, to be situated in the terminal 
area. The office building will accommodate headquarters 
functions now being performed at some 20 different locations 
in Montreal. Progress was made in the application of integrated 
data processing techniques to the huge mass of data required 
to record and control the railway operations. The first 
phase of the goods wagon control programme was successfully 
completed by conversion from the manual method of account- 
ing for movements and rentals to a fully mechanised operation. 
The second phase, the establishment of communication 
circuits from coast to coast to provide yard offices with 
advance information on freight train consists, to relay records 
of wagon movements, and eventually to improve the use of 
wagons, was advanced by completion of the communications 
systems and yard installations between Montreal and Toronto. 

The Operational Research Section studied train perform- 
ance, freight wagon and diesel locomotive user and inventory 
control. A computer was developed. This simulates train 
performance under varying conditions of train load, track 
gradient and curvature, and speed restrictions. 
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Expansion in China 


[DEVELOPMENT of the railways of China is attracting 

increasing attention. It may be the last major Tailway 
construction programme in the world. The plan to which 
China is working is, in essence, that evolved by Dr. Sun Yat 
Sen, father of the Chinese Republic, in the 1920's. He said 
reasonably, that to be abreast of developed countries, Ching 
should have 100,000 miles of railway. As the country jg 
4,000,000 square miles in area, one-tenth of the habitable land 
area of the globe, and lived in by one-quarter of the human 
race, this estimate is conservative. At the time Dr. Sun wrote, 
China had only about 12,000 miles of railway. This has now 
increased to something less than 25,000 miles; but although 
major cities are now connected by rail, and the network in 
Eastern China is growing, little has been done yet to develop 
the vast tracts of Western China. As a consequence an immense 
construction programme faces China, for the present Govern. 
ment has laid it down that railways are to be the backbone of 
land transport and that the road system is to feed, but not to 
compete with them. 

The Chinese railways until nearly 30 years ago were of a 
more cosmopolitan character than those of any other country, 
for they were financed, built, equipped and managed on 
British, Russian, German, French, Belgian, American, and 
Japanese standards. The rich variety of railway practice ended 
with the Japanese occupation. The individual railways were 
grouped into four, the North, Central, and South China 
Railway Companies, and the Manchurian Railways. Coupler 
heights, airbrakes, loading gauges, locomotives, rolling stock 
and other new equipment were to Japanese standards. Even 
today the railways bear a strong resemblance to those of 
Japan; only stations and track show any pre-Japanese influence, 

Restoration of Chinese sovereignty in 1945 resulted in no 
great physical changes in the railways. The Chinese Ministry 
of Communications took them over from the defunct Japanese 
companies and re-organised them into 12 regions. The main 
railway workshops were placed under the direct administration 
of the Ministry, as before the war, and plans were got out for 
the construction of 14,000 miles of new railway. The new 
Government took over in the railways an asset which, with the 
rapid enforcement of discipline and order, became of great 
value. The construction programme of the previous Govern- 
ment was reviewed and adopted with certain changes in 
priority and form. The main deviation from the plan was the 
early completion of a chord line to the Trans-Siberian Railway, 
crossing Mongolia. The extension of the Western line by over 
1,000 miles to Lanchow, Yumen and the border of Sinkiang 
was also a change of priority, though this was dictated by the 
finding of oil at Yumen and Karamai. Otherwise the comple- 
tion of the Yangtse bridge at Wuhan, the building of the 
Paochi-Chengtu line, and the completion of the coast lines to 
Foochow and Amoy have followed out the plan, and indeed 
were included in Dr. Sun Yat Sen’s programme. 

The railways are at present undergoing great strain. Even 
a year ago they were, in many places, at saturation point, 
and double-tracking of 2,000 miles of line was begun, but 
last year’s bumper harvest, the programme to make peasants 
burn coal rather than wood or manure as fuel, and the carriage 
of coal and iron ore to the * back-yard ”’ steel producers, have 
combined to set the railways an almost insoluble problem 
which can only be overcome as double-tracking is completed— 
as 3,000-ton goods and 550-ton passenger trains already are 
standard. Increase in these weights would entail not mérely 
larger locomotives, but longer second lines. 

Steam locomotives of the 4-8-4 and 2-10-2 types are now 
handling the heaviest trains, superseding the 4-6-2 and 2-8-2 
engines which have done excellent work for many years. 
Coaches based on Hungarian designs now being produced in 
quantity include excellent four-berth sleeping cars. The former 
40-ton standard wagons have now been replaced by 50-ton, 
though for coal traffic 65 ton high-side wagons are in frequent 
use. Electrification of certain sections in mountain districts 
has been decided on. It is on the 25-kV. 50-cycle system. 
To work standard trains up | in 30 gradients, locomotives of 
5,500 h.p. are required. The first order for 23 of these loco 
motives was recently placed with French builders. Interest in 
diesel traction is not great at present because of the shortage 
of oil, and cheapness of coal. When the Chinese oil industry 1s 
more developed it is the intention to employ some diesel 
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traction in places where it proves, on experiment, to be cheaper 
than electric or steam traction. In the main, however, it is 
intended to retain steam traction pending electrification. 


Improved Indian Traffics in 1957-58 


URING the year ended March 31, 1958, traffic results 
D improved on Indian railways to the extent of 6.37 per 
cent goods and 3.51 passenger. In its closing months, however, 
there was a drop in both classes of traffic and consequently 
final results did not come up to expectations. There was a 
movement of 133,000,000 (125,000,000) tons of freight or 
44.897,000,000 (40,255,000,000) ton-miles, the corresponding 
figures for 1956-57 being shown in brackets. Originating 
passenger's numbered 1,431,000,000 (1,383,000,000) and passen- 
ger-miles totalled 43,333,000,000 (42,195,000,000). 

A major feature of the year’s results was the improvement 
in operating efficiency, particularly on the metre-gauge system. 
On both gauges collectively, though passenger train-miles 
rose by only 2.26 per cent, passenger-miles increased by 2.78 per 
cent. On the goods side train-miles went up by 5.08 per cent 
as against 11.5 per cent more net ton-miles moved. The 
index of net ton-miles per 5 ft. 6 in. gauge wagon-day rose from 
570 to 586 or by 2.81 per cent, but the corresponding increase 
on metre-gauge lines was from 210 to 225 or by no less than 
7.14 per cent. 

These improvements were largely due to better wagon 
usage and improved wagon availability for meeting increased 
demands, partly because of a reduction in the free time allowed 
for loading and unloading from six to five working hours. 
It is to the credit of the mechanical and operating staffs that 
the percentage of wagons awaiting or under repair dropped 
from 3.79 to 3.53 on the broad- and from 5.02 to 3.96 on 
metre-gauge lines. The latter is a particularly commendable 
achievement. Satisfactory improvement was also recorded 
in terms of net ton-miles per goods locomotive-day in use or on 
line. Punctuality of metre-gauge mail and important passenger 
trains was also markedly improved, the percentage that did not 
lose time rising from 62.74 to 75.44 during the year under 
review; there was also a small improvement in respect of 
corresponding 5-ft. 6-in. gauge trains. 

The aggregate route-mileage of new lines opened for traffic 
during 1957-58 was 168 and that of lines electrified 46 miles, 
this latter being in the Calcutta area. A further 555 route- 
miles of new line were in process of construction on March 31, 
1958, and during the year then ended the major doubling of 
lines sanctioned totalled 167 miles. Preliminary work was 
carried out in connection with a.c. electrification of the 
Eastern and South Eastern Railways in Bengal and Bihar. 
Improvements were effected to station and yard layouts. 


Western Region Summer Timetables 


THE most interesting feature of the summer timetables of 

the Western Region, operative from June 15, is the 
acceleration of the “* Bristolian”’ to a timing of 100 min. in 
each direction between Paddington and Bristol, so introducing 
the first runs scheduled at over 70 m.p.h. from start to stop on 


any British main line since the war. In the down direction the 
118.3 miles via Bath will demand a start-to-stop average of 
71 m.p.h. The up run, over the 117.6 miles via Badminton, 
will be at 70.6 m.p.h., but as it includes the two-mile climb at 
1 in 75 past Ashley Hill, and the 11-mile ascent at 1 in 300 to 
Badminton, it will entail the harder work of the two. The train 
is to be worked daily in each direction by diesel-hydraulic 
locomotives. 

Over the same main line the 11.5 a.m. from Paddington to 
Cheltenham and the 11.15 a.m. “* Merchant Venturer” to 
Bristol and Weston-super-Mare are to change places; the 
former will start at 11.5 a.m. and run 10 min. earlier throughout. 
The former systematic Bristol departures at 15 min. past the hr. 
from Paddington are thus gradually being altered, as there 
will now be expresses for Bristol at 9.5, 10.5, and 11.5 a.m. 
from Paddington, followed by the 1.15, 4.15 and 7.15 p.m., 
though the 5 p.m. and 6.30 p.m. break the sequence, and there 
is then a reversion to 5 min. past with the 8.5 p.m. 

The morning Cheltenham train, now to leave at 11.15 a.m., 
no longer will have to travel on the slow line so as to be passed 
by the “ Merchant Venturer,” and will be accelerated 7 min. 
to Swindon. On Friday evenings the 6.30 p.m. from Paddington 
IS to be relieved by a 6.19 p.m. express to Bath and Bristol 
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only. The 36 min. run from Swindon to Reading, 41.3 miles 
(68.8 m.p.h.) of the 1.50 p.m. from Bristol to Paddington is 
continued. Additional trains, calling at principal intermediate 
stations, will leave Bristol at 7.40 a.m. for Plymouth, and 
Plymouth at 5.30 p.m. for Bristol. 

Certain stops of long-distance trains, introduced during 
the currency of the winter service, now appear in the timetable 
for the first time, and are being added to, in some cases without 
any increase in overall journey time. The 9.30 a.m. from 
Paddington is to call at Westbury but will omit its Newton 
Abbot and Totnes stops and reach Plymouth 4 min. earlier, 
at 2.5 p.m. The 3.30 p.m. also is now calling at Westbury 
instead of slipping a coach there, but arrives in Plymouth 
by 8 p.m. as previously. 

On the South Wales main line there is to be a slight accelera- 
tion of the 7.55 a.m. from Paddington, which will be 8 min. 
earlier into Cardiff; there is scope for considerably faster 
running for a train of such moderate weight, for it takes 35 
min. longer to Cardiff than the 10.55 a.m. though with only 
three additional stops. The 1.55 p.m. down will reach Milford 
Haven and Neyland 10 min. earlier. Last summer’s 7.30 a.m. 
from Pembroke Dock to Paddington will start 1 hr. later, call 
additionally at Carmarthen, Pembrey, Neath, Port Talbot and 
Bridgend, but with a non-stop run from Newport accelerated 
by 22 min. to 145 min. will reach Paddington only 65 min. 
later, at 3.45 p.m. The 2.30 p.m. from Neyland (7 p.m. from 
Cardiff) to Paddington will call also at Slough and arrive 5 
min. later, at 10.10 p.m., so balancing the Slough stop of the 
7.55 a.m. down. 

The 8.20 a.m. from Birmingham to Cardiff, Swansea and 
Carmarthen is to start at 8.10.a.m., call additionally at Chepstow 
and run 10 min. earlier throughout; the 5.5 p.m. from Bir- 
mingham to Cardiff also will call at Chepstow. In the reverse 
direction the 8.5 a.m. from Swansea to Birmingham will stop 
at Lydney Junction. The diesel trains concerned, with their 
ample reserve of power, are all making these extra stops without 
increase of overall journey time. 


Change and Challenge in Railroading 
(By a correspondent) 
N March 9, Mr. Daniel P. Loomis, President, Association 
of American Railroads, addressed the American Railway 
Engineering Association in Chicago. He made a forthright 
speech which must have roused his audience to fresh endeavour 
in improving railway technique. Through the courtesy of 
the Bureau of Railway Economics a summary of his pithy 
remarks is given below. 

Mr. Loomis took as his text the change since 1946, which 
amounted to “a veritable explosion in railroad technology,” 
though it had yet to be translated fully into operating efficiency 
and public service. In the past 13 years, the U.S.A. railroads 
spent over $14,000 million on new plant and equipment, or 
more than $17,000 for each present employee. The A.A.R. 
felt that an equal sum should be spent within the next 10 years, 
but where was the money coming from when the rate of 
return on net railway investment last year was only 2? per cent ? 

The railroads needed **a better break on taxes.” Their 
postwar tax payments to all government units almost matched 
their postwar spending on capital betterments. If any size- 
able part of that tax load had gone into improvements, America 
would have had a better railroad system today. Now, as net 
income provides a large share of investment capital, operating 
costs must be cut to the bone. Labour costs represent 52 cents 
of each dollar the railroads earn and are swollen by $500 million 
a year, or 10 per cent, owing to antiquated work practices. 
Mr. Loomis stressed the need for railroad employees to join 
management in eliminating every working rule which stood in 
the way of making economies. To do anything less would 
‘‘only add another shove to the railroads’ downtrend.” 
The present setback was caused by government policies 
which subsidised and expanded air, water and road transport 
without regard to the effect on railroads, or on their em- 
ployees and customers. 

The big transport problem today, Mr. Loomis added, was 
that the government in subsidising carriers competing with the 
railroads had depressed rate levels for all types of transport. 
The nation was thus building up transport capacity in extrava- 
gant facilities, while by-passing “ the most economical all- 
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purpose carrier available—the railroads.” In these circum- 
stances the fight for survival challenges engineers and operating 
staff ‘‘ to turn up new cost-saving machines and new methods 
of doing more with less.” There was also an obligation that 
“ railroads, as one of America’s first great industries, owe 
it to our private enterprise system to remain free.” Like it or not, 
the railroads ‘have become a primary test of the courage, 
perseverance and resiliency of private management.” They 
must continue to fight for basic changes in government policy. 

He also stressed the necessity to persuade authorities at 
Washington to grant railroads realistic tax treatment of 
investment funds spent on new plant and equipment. The 
average write-off period for railroad capital facilities is 40 
years, against five years for aeroplanes and seven for heavy 
motor vehicles. Thus railroads cannot renew equipment as 
readily as their competitors. For example, when a railroad 


Railway Students’ Association 


April 13 

Sir,—You have stressed in the editorial article in your 
April 3 issue the tragedy that would result if a body such as 
the Railway Students’ Association were jettisoned merely on the 
mistaken idea that, because certain changes have become in- 
evitable in the relationship between the railway industry and 
the London School of Economics and kindred societies have 
sprung up during the intervening years, the R.S.A. is no longer 
a necessity. 

On the one side there is a group of railway debating societies 
numerically strong and virile, sponsored by British Railways 
at Regional level. On the other there is a body, the Institute 
of Transport, pledged to maintain transport at the highest 
professional level. Entrance to the Institute is barred only by 
unwillingness or inability to face an examination. Between 
them stands the R.S.A., to which entrance is barred by a 
peculiar constitution, born of history, which can and ought to 
be modified to meet changing circumstances. 

The Regional debating societies bring out and strengthen 
the debating and critical talent that might otherwise be dor- 
mant. Their members are recruited from within a Region and 
tend, through Regional loyalty and through their own experience 
in the Region, to share Regional prejudices and favour Regional 
practices rather than give thought to the wider issues of national 
transport as a whole. Would the average railwayman, con- 
fined to one particular employment in his Region and tied to 
awkward turns of duty, have the inclination or time to devote 
himself to study of the nation-wide implications of transport? 
The Institute offers the acme of transport education by encom- 
passing within its centralised and de-centralised management 
the whole range of transport studies, and it can recruit from a 
universal field. Its hall-mark is high quality, beyond the 
purview of the average transport worker, who tends to be 
satisfied with interests associated with the pay-packet and 
conditions of service. 

Nevertheless, there is a type of transport man anxious to 
learn more about his industry and its impacts on national and 
international questions, who would find in the Railway 
Students’ Association what he misses in one direction, and 
feels unable to aspire to in another. Some, such as overseers 
with responsibility, would appreciate a higher type of education 
in academic surroundings and in congenial fellowship at the 
end of the day or during a long weekend in a university 
atmosphere. 

The Railway Students’ Association should advance along 
these lines, with a new constitution, re-organisation, and 
younger men to direct its affairs. The fact that the Govern- 
ment pressed for further development of university studies 
shows the importance attached to that class of education. 
Transport must not be left to trail at the end. Without the 
university, transport education is incomplete. The Railway 
Students’ Association is recruited from within the transport 
industry and enjoys a university status which, one gathers, it 
would be unwilling to relinquish. It needs encouragement to 
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today recovers through depreciation accruals the investment 
of $2,500 in a freight wagon, it must find $6,000 more to buy 
a replacement or enough to earn $11,500 before taxes. 

To clinch his appeal, Mr. Loomis re-stated the theme that, 
for efficient operation to yield a good return, the railroads 
required a large volume of traffic together with freedom tg 
reduce rates to the lowest practical level. After speeding up 
live-haul transit time, they might now perform “some 
miracles in pricing,” so as to create “* a stripped down, stream. 
lined, space-age system, offering exciting new levels of service,” 
Possibly this peroration was designed as a trumpet call to the 
commercial officers, who earned $942 million, or 9 per cent, 
less revenue in 1958 rather than as an appeal to the engineers 
who saved $209 million or 14.6 per cent, on maintenance of 
way and structures and $192 million, or 10 per cent, on main- 
tenance of equipment ! 


LETTERS TO THE EDITOR 


( The Editor is not responsible for opinions of Correspondents) 


live its life free from outmoded legislation and with as much 

help as possible from those in a position to give it. Let there 

be unity of purpose in planning in British Transport Com- 

mission, university, and R.S.A. circles, and mutual consultation, 
Yours faithfully, 


A. F. WALLIS 
31, Fengates Road, Redhill, Surrey 


Railway Superannuitants 


April 12 

Sir,—The editorial article in your April 3 issue is a welcome 
light in a dark spot. There are, however, deeper considerations 
on this subject than those mentioned. Reference is made to 
the former railway superannuation funds taken over by the 
British Transport Commission. It is the money in_ these 
funds which has gone astray or, shall I say, been lost in the 
unprofitable operations of the Commission and thus debarred 
it from substantially increasing pensions of the former 
employees. 

According to the balance sheet in the last published B.T.C, 
report there are, on paper, approximately £112 million in the 
combined funds, but these millions have been used up by the 
Commission and not separately and wisely invested. If it 
were not for the heavy Treasury subsidy paid to the Com- 
mission under an emergency financial arrangement with the 
Government, the B.T.C. would be unable to meet the monthly 
payment of pensions at all. It is astonishing that such a 
deplorable position has been allowed to develop, and whilst 
the Members of the Commission are primarily responsible 
for it, as watchdogs the Ministry of Transport, the National 
Union of Railwaymen, and the Transport Salaried Staffs’ 
Association cannot be exonerated for their unwariness in 
allowing the funds to be thus dissipated. 

Contrast this state of affairs with those of the Church of 
England and the Church in Wales. The funds of the former 
were taken in hand 10 years ago by Sir Trustram Eve and 
profitably re-invested; as a result, it has been found possible 
to double the stipends of the clergy, commencing this year. 
The results of such a policy for the Church in Wales are even 
more remarkable, for the clergy are also having their stipends 
doubled as from this month, as a consequence. 

A few pounds added to pensions in the prevailing progres- 
sive inflationary period are of doubtful benefit. What is re 
quired is that the money formerly in the railway funds should 
be rescued and re-invested in profitable, growing industries, 
which investments will keep pace with inflation and so keep 
the pensions in step with the rise. If such a course is not 
adopted quickly then the prospect is bleak indeed. 

An alternative would be for the Government to provide the 
Commission with funds to enable the full provisions of the 
Pensions Increase Acts to be applied to railway superal- 
nuitants as is done to other public officials. 


Yours faithfully, 


3, Ealing Village, W.5 R. C. HENEY 
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Deep Harmony 

Many times when travelling during the 
morning rush on the Glasgow Under- 
ground I have heard the drivers singing. 
Sometimes it’s a melodious Irish folk 
song, sometimes a West Indian chant. 
Recently the man next to me joined in 
when the driver started singing. I 
wonder if being deep underground gives 

ple a sense of comfort and of being 
cut off from the tension of the outside 
world.—From a letter to “* John Bull.” 


Closure of Casey Jones Station 


The railway station at Vaughan, 
Mississippi, the place where Casey 
Jones, of ballad fame, died at the con- 
trols of his speeding locomotive, may 
soon be more of a monument to the 
engine driver than a functioning station. 
The Illinois Central Railroad Com- 
pany has asked the State Public Ser- 
vice Commission for permission to 
close the station, except for 90 days 
during the cotton harvest. Casey Jones 
wrecked his train at Vaughan trying to 
make up time.—From “The Daily 
Telegraph.” 


Cold Train Creates Warm Feeling 


Train No. 353, an Alliance-Cleveland 
commuter, had heating trouble. Rather 
than delay the passengers until other 
equipment could be obtained, Penn- 
sylvania Railroad officials decided to run 
the train without heat. That evening, 
the homebound commuters each was 
given a letter signed by C. S. Herr, 
Passenger Manager, explaining why the 
cars were cold. Three days later, back 
came a letter signed by 90 commuters, 
expressing approval of the P.RR. decision 
to run the train, and thanking Mr. Herr 
for explaining the situation.—From “* The 
Pennsy,”’ the house journal of the 
Pennsylvania Railroad. 


Fifty Years Ago in Peru 


Mr. P. 
Manager 
of Peru, 


We are indebted to 
Robinson, General 
Southern Railway 


B.. &. 
of the 
for the 
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photograph, recently discovered in the 
railway headquarters, reproduced on 
this page. It shows the first train to 
arrjve in Cuzco on September 24, 1908, 
when the final section of the 4-ft. 84-in. 
gauge system was inaugurated. 


Whitstable Harbour 


Whitstable ratepayers have risen in 
their wrath against the action of the 
Urban District Council in increasing the 
rates from 20s. in the pound to 24s. 4d. 
.. . In the context of today’s events, 
Whitstable Harbour accounts for 53d. 
of the 4s. 4d. increase in the town’s 
rates. It is a chastening thought for the 
councillors past and present, who took 
over this burden from the B.T.C.; it is 
likewise the spearhead of attack for 
those who were against acquiring the 
harbour and now are against licking it 
into shape. Within Whitstable, all argu- 
ment about the harbour is clogged with 
past history ; the place itself, incident- 
ally, still has most of its notices about 
trespassing and so forth, under the head- 
ing of *“* South Eastern and Chatham 
Railway.” ... Far more of the in- 
crease in the local rate is accounted for 
by the Kent County Council precept, 
amounting to Is. 4d., than by the har- 
bour.—From “ The Times’ of March 26, 
1959. 


[Whitstable Harbour was sold by the 
British Transport Commission to the 
Urban District Council in January, 1958, 
for £12,500. It was part of the works 
authorised by the Canterbury & Whit- 
stable Railway Act of 1825, and opened in 
1832.—Eb., R.G.] 


Jamaica to the U.S.A. 


The Canadian Government Trade 
Commissioner to Jamaica makes the 
following statement with regard to the 
situation in Jamaica: ** The report that 
a feeling exists in the colony in favour of 
annexation to the U.S. is exaggerated. 
There is indignation on account of the 
Government’s action in increasing the 
Customs duties and the arbitrary method 


Arrival of the first train in Cuzco, Southern Railway of Peru, September 24, 1908 


employed to secure the enactment of this 
law. The deficit of £50,000 should have 
been met by retrenchment, not by 
increased duties. Reciprocity in trade 
with the U.S. must be obtained if 
prosperity is to come to Jamaica, but 
while the people want close trade rela- 
tions with the Republic, little real annexa- 
tion feeling exists..—From “ The 
Financial Times” of April 11, 1899. 

[The Jamaica Government Railway, 
the first section of which was opened 
in 1845, was the earliest colonial railway 
of the British Empire. It was sold in 
1890 to an American syndicate, the West 
India Improvement Company, which 
built a 66-mile extension from Porus to 
Montego Bay, opened in 1894, and 55 
miles from Bog Walk to Port Antonio, 
opened in 1896. In 1900 the Government 
of Jamaica again took over the railway 
after default by the American syndicate. 
—Ed., R.G.] 


Meals for Minors 


A special menu for children has been 
introduced in the 98 daily Pennsylvania 
Railroad trains which include restaurant 
cars. The menu card can be folded 
easily to form a realistic scale model 
of a Pennsylvania stainless-steel restau- 
rant car. Leaflets placed on coach seats 
invite parents to bring children to the 
dining cars to obtain the menu cards. 
These offer low-price meals for children 
under 12. These menus, the Penn- 
sylvania management explains, are “* an- 
other of our efforts to attract travel in 
family groups, to complement the great 
bargains in family fares that we offer 
to parents and _ children travelling 
together.” 


The Lay of the Last Spotter 


The day was long, the platform cold, 

The spotter was infirm and old; 

His book, patched with adhesive tape, 

Had long since lost its pristine shape, 

For, like its owner, sad to say, 

Its raison d’étre had had its day. 

From time to time the spotter’s gleam 

Inspired his gaze, as puffs of steam 

Rose in the distance; but, alas, 

Never a steam engine would pass. 

°*Twas but the fitful emanation 

From some archaic installation 

Which spent its dreary hours of toil 

Continually on the boil. 

But, when a diesel snuffled by, 

Scornful, he turned his gaze away. 

His mind, attuned to nobler things, 

Communed with * Castles,” “* Scots,” 
and * Kings.” 


At last arrived the fatal day 

When the last “* steamer ” came his way. 

His eyes and ears and book were there, 

But, though the diesel-scented air 

Throbbed with the well-remembered 

rhythm, 

He hadn’t got his pencil with him. 

His nights are now bereft of slumber: 

Poor chap, he can’t recall the number ! 
A.B. 
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OVERSEAS RAILWAY AFFAIRS 


SOUTH AFRICA 


Vereeniging - Kroonstad Electrification 


Work on the electrification of the 
Orange Free State main line between 
Vereeniging and Kroonstad, which was 
started in May, 1956, has now passed 
the half-way stage. The project will 
cost about £2,250,000, and _ nearly 
£1,250,000 has been spent so far. 
Approximately 90 route miles are being 
electrified and all the wiring between 
stations is complete, while work on the 
wiring of the station-yards is well under 
way. 

The anticipated completion date is 
July/August this year, and when electric 
working is introduced over this section, 
it will be the first electrically operated 
line on the Orange Free State system. 
It will also mean that when the electri- 
fication of the Eastern Transvaal coal- 
fields line is completed next year, it will 
be possible to operate electric trains all 
the way from the coal mines through the 
Rand mining area to Kroonstad, a 
distance of 335 miles. The main line 
between Vereeniging and Bloemfontein 
was doubled at a cost of £7,500,000 in 
1956. 


EAST AFRICA 


Record Tonnage Handled at Mombasa 


A record for any working month was 
created at Mombasa, East African 
Railways & Harbours, in March, when 
151,000 tons of imports and exports were 
handled. The high tonnage was reached 
despite the close down of the port on 
Good Friday. There were 90,000 tons of 
exports and of the general produce 
exported coffee was the highest tonnage. 


Photos] 


Telegraph pole marked with kilometric location 


(From our correspondents) 


The previous record was established in 
January, 1959, with 142,800 tons, but 
that was the highest overall tonnage 
handled for several years. 


INDIA 


Manufacture of Railway Materials 


For the guidance of industrialists in 
India, the Railway Equipment Com- 
mittee has published a pamphlet con- 
taining rough estimates of future require- 
ments of imported railway equipment and 
principal indigenous railway stores in 
short supply. The object is to encourage 
Indian industry to develop manufacture 
for the railways, so as to lessen de- 
pendence on imports and expenditure of 
foreign currency. 

The railways are the nation’s biggest 
single buyers of materials produced 
within India. In 1957-58, they purchased 
from indigenous sources stores to the 
value of Rs. 158.48 crores, compared 
with Rs. 68.34 crores in 1951-52. Out 
of every Rs. 100 spent by them on stores 
purchase, Rs. 71 were spent on indigen- 
ous products. The total stores bill during 
1957-58 increased by 29 per cent 
compared to the previous year, to Rs. 221 
crores. 


Changeover to Metric System 


The readjustments necessitated by the 
application to the railways of the metric 
system, referred to editorially in our 
December 5, 1958, issue, are reported 
to be making progress. The accompanying 
illustrations show (left) a re-painted 
telegraph pole. Indian practice is to use 
telegraph poles as reference points. The 
poles in each mile or kilometre are 
numbered serially. In normal circum- 


stances there were 24 poles to a mile 
The figure 7 below the line on the pole 
illustrated shows that it is the seventh 
in km. 184. Parts of the previoys 
mileage figures can just be seen on the 
right of the kilometrage indication, 
The metric weights and area on the 
wagon were added on its last visit to 
shops. Note the exactness of the cop. 
versions into metric tare weight and 
area. Many specifications for articles 
supplied from countries which use British 
weights and linear measurements now 
show both these and the metric equiva. 
lents. 


VICTORIA 


Withdrawal of Restaurant Cars 


The Victorian Railways decided to 
withdraw restaurant cars from the Hor- 
sham and Warrnambool trains from 
April 4, because of poor patronage, 
The cars have been replaced by a light 
refreshment trolley service, and refresh- 
ment rooms at certain principal stations 
will also be available. Restaurant car 
facilities were provided in October, 1955, 
on the 8.5 a.m. up and the 1.40 p.m. 
down trains between Melbourne and 
Horsham, and the 7.30 a.m. up and the 
5.10 p.m. down between Melbourne and 
Warrnambool. This was done after 
considerable local pressure coupled with 
assurances that substantial passenger 
traffic gains would result. This did not 
materialise, and it was felt that continua- 
tion of losses on restaurant car services 
could not be justified. 


Passenger Service on Goods Lines 


A move is to be made for a passenger 
service on the goods lines stretching from 
Newport to Broadmeadows. Municipal 
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representatives of suburbs west of Mel- 
pourne intend to make application for a 
diesel railcar service, which will link the 
districts of Keilor, Sunshine, Newport, 
and Williamstown with Broadmeadows 
where rapid industrial expansion is 
taking place. 

The route proposed would involve 
passenger traffic over the goods line from 
Newport to Sunshine; from Sunshine, a 
short distance along the main line, to 
Albion, and from then over the goods line 
to Broadmeadows. It is considered that 
q shuttle service over these lines would 
assist in coping with labour demands 
throughout the industrial western section 
of Melbourne. Stopping places have been 
suggested at Bulla Road, Keilor Road, 
North Sunshine, and Brooklyn. 


UNITED STATES 


Union Pacific Safety Record 


A new record of safety in the operation 
of passenger traffic has been established 
by the Union Pacific Railroad. Its trains 
have just completed 10,000 million 
passenger miles without a passenger 
fatality. Union Pacific runs some of the 
fastest trains in the United States, with 
34 runs booked daily from start to stop 
at speeds of from 70 to 80.3 m.p.h. 


Passenger Traffic Decline 


While railways in the Middle West 
and Western States for the most part 
are holding their own in the passenger 
field, net passenger revenue in the Eastern 
States continues to decline, due to 
competition from road traffic on the 
network of super-highways, oppressive 
taxation, and in particular the increasing 
losses on suburban operation. In conse- 
quence, some of the Eastern lines have 
been disposing of passenger stock for 
which there is no present use. 


Publications Received 


Owen's African & Middle East Commerce 
& Travel and International Register, 1959. 
London: Owen’s Commerce & Travel 
Limited, 104, Plashet Road, E.13. 10 in. 
x Ty in. 1,126 pp. Price 67s. 6d.—The 
sixth edition has been enlarged to include 
Bahrain and trade list sections on 
Australia and France. The information 
on the territories in Africa (except the 
Union of South Africa), the Middle East, 
and Malta, Rhodes, and Cyprus is 
comprehensive, more particularly as 
regards African countries. Information 
on railways, both general and for travel 
purposes, includes particulars for Nigeria; 
the Belgian Congo; Angola; the Federa- 
tion of Rhodesia & Nyasaland; Kenya, 
Uganda and Tanganyika; Ethiopia; the 
Sudan; and Iraq. 


Signalling Installations for British Rail- 
ways. A well-produced booklet, pub- 
lished by Siemens & General Electric 
Railway Signal Co. Ltd., East Lane, 
Wembley, Middlesex, contains a selec- 
tion of illustrations and text covering a 
variety of signalling equipment supplied 
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The New York Central has sold eight 
modern sleeping cars, of the roomette- 
bedroom and bedroom-observation type, 
to the Canadian Pacific Railway, and 
other sleeping cars to the Illinois Central, 
and has reduced its passenger fleet by a 
total of 342 vehicles. The New York, 
New Haven & Hartford withdrew 59 
units, mostly old parlour and sleeping 
cars, in 1958; also two of the ultra- 
lightweight trains, the “‘ Daniel Webster ” 
and “ John Quincy Adams,” went into 
storage, while the “* Roger Williams,” a 
multiple-unit assembly of Budd “ RDC ” 
diesel-hydraulic railcars, has been split 
up and its individual cars allocated to 
other duties. The Boston & Maine 
Railroad also has disposed of 10 light- 
weight coaches to the Long Island and 
some stainless steel coaches and dining 
cars to the Wabash Railroad, a Middle 
West system not so severely affected. 

On the other hand, the Chicago & 
North Western Railway, having obtained 
permission from the Illinois Commerce 
Commission to close 23 unprofitable 
stations in the “inner belt” of the city 
and to raise its suburban fares, has 
ordered 36 high capacity double-deck 
** gallery’ cars for its Chicago suburban 
push-and-pull train services and the 
Union Pacific is buying new reclining- 
chair cars of the latest type. 


FRANCE 


Improved Working on Cévennes Line 


The Cévennes Line, connecting Paris 
and Nimes via Clermont-Ferrand, is 
single track between Arvant and Ales, 
121 miles, and, over this section, working 
has been speeded up by the installation of 
improved point operation and _ safety 
precautions at certain passing stations. 
Previously, even at stations where no stop 
was Called for, trains had to reduce speed 
significantly over the passing sections; 


to British Railways for installations on the 
Glasgow Central low level lines; between 
London, Chelmsford and Southend; and 
at the approaches to the new Temple 
Mills Yard near Stratford, in the Eastern 
Region. The distinctive features of the 
apparatus and the conditions necessita- 
ting them are briefly described. A folding 
plate of the Glasgow and Temple Mills 
layouts adds much to the interest and 
usefulness of the publication. 


Rail Fastenings.—A catalogue of per- 
manent way fastenings, obtainable from 
the Exors. of James Mills Limited, 
Bredbury Steel Works, Woodley, near 
Stockport, Cheshire, consists of  self- 
contained sections in a_ leather-cloth 
loose-leaf binder. The main section deals 
with Mills single-piece spring-steel rail 
clips and cast iron baseplates for flat- 
bottom rail. Some of the designs of base- 
plate are adaptable to either wood or 
concrete sleepers. It is claimed that with 
the detachable clip driven into position 
a conventional hammering operation 
which requires no special gauging or 
adjustment, resistance to rail creep 
exceeds ballast/sleeper resistance.  IIlus- 
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one line at such stations has now been 
equipped as a through line, and with the 
entry and exit points normally remaining 
locked in the through-line position, trains 
are able to pass over these sections 
without reducing speed. Even where 
passing movements are involved, and one 
train has to be diverted to the loop line, 
it is only necessary for one of the trains 
to reduce speed. Train movements over 
the section in question have been speeded 
up by 10 per cent. Other single-track 
lines are being similarly equipped. 


New Buffet Car Service 


The French National Railways recently 
inaugurated a snack-bar service on the 
Paris-Bordeaux route. Buffet cars have 
been incorporated in two trains, and 
passengers are able to select drinks, 
sandwiches, and hot or cold dishes at the 
counter, which they consume elsewhere 
in the car. 


WESTERN GERMANY 


Cologne Bridge 

Rebuilding of the Hohenzollern bridge 
over the Rhine outside Cologne main 
station has now been almost completed 
by Krupp, and three out of the four tracks 
are in use. The two southernmost tracks, 
brought back into use shortly after the 
war, are now fully equipped with over- 
head wires, ready for inauguration of 
the extension of electric working south 
from Diisseldorf to Cologne in the 
summer. The third track is now also 
equipped with overhead wires, and the 
northernmost track is being electrified 
while the last detail constructional work 
on the bridge is being finished. Bringing 
of the third track into use two or three 
months ago has appreciably eased the 
traffic working on the bridge, over which 
there are train or light engine movements 
averaging one every 2 min. throughout 
the 24 hr. 


trations show the methods of clip fitting 
and removal, and the manner in which 
rail clips may be secured in an inter- 
mediate position on baseplates, clear of 
the rail foot, before delivery of sleepers 
to site or pre-assembly depot. Other 
sections describe the Macbeth resilient 
rail spikes for flat-bottom rails with and 
without baseplates, Mills spring-tempered 
steel jaws and taper keys for use on steel 
sleepers of simple design, and Mills steel 
resilient rail keys for bull-head rails. 
Additions, illustrations and diagrams 
depict 30 applications of Macbeth resilient 
rail spikes on railways Cverseas. 


G.E.C. Export Guide.—The April issue 
of this guide gives the prospects for 36 
product groups of British exports to 34 
countries. The export prospects for the 
current quarter are good in 13 countries, 
improving in eight, deteriorating in eight 
and bad in five. This shows a marked 
improvement on the position as indicated 
in the January issue. The guide dis- 
cusses the achievements of British exports 
to the United States since the war and the 
favourable climate for the continuation 
of this success. 
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New Design of Insulated Container 


British Railways co-operates with commercial under- 
speed up loading and economise on space 


taking to 


[DESIGNED jointly by the Eastern 
Region of British Railways and a 
team of experts from Birds Eye Foods 
Limited and built at the Swindon work- 


shops of British Railways, a new type of 
cater for the 


insulated container will 


needs of the expanding production of 
frozen foods. 

The main design consideration was to 
enable Birds Eye Foods Limited to load 
palletised quick-frozen foodstuffs, and 
the container has been constructed to 
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Carriage Servicing Depot at 
East Ham, L.T.S. Line 


As part of the modernisation of the 
London, Tilbury, & Southend Line of 
British Railways, Eastern Region, a carriage- 
maintenance and servicing depot is to be 
built at East Ham for the electric trains 
which will run between Fenchurch Street, 
Southend, Shoeburyness and Tilbury in 
1961. This major project will occupy a 
22-acre triangular-shaped site from which 
has been cleared a marshalling yard and 
stabling and servicing sidings for steam 
stock and London Transport trains. 

The shed will cover 11 tracks, 10 of which 
will each accommodate a 12-car train and 
there will*be eight carriage-stabling sidings 
outside the shed. There will be inspection 
pits under each shed track, vacuum-cleaning 
connections, compressed air points, and hot 
and cold water points. General lighting will 
be by cold cathode fittings and the inspec- 
tion pits will be illuminated by hot cathode 
fittings. It is proposed to illuminate the yard 
by mercury-vapour fluorescent lighting. To 
minimise conflicting movements between 
trains entering and leaving the depot 
and those in traffic, the west and east- 
bound District lines and the down main 


line from Fenchurch Street been moved have 
to a new alignment to the north of the 
depot. The up main line passes to the south 
of the depot. A _ two-section automatic 
mechanical washing plant is being erected 
close by in the vicinity of East Ham 
station, where a new platform is _ being 
built and the up-steam line diverted. East 
Ham is the nearest point available to 
the London terminus for dealing with the 
coaching stock provided for peak services. 
Many trains will proceed there for cleaning 
and servicing after making only one journey 
in the morning, and before returning to 
Fenchurch Street for the evening rush. 
In this way nearly 200 coaches will pass 
through East Ham depot daily. 








TUNNEL DEMOLITION ON East Coast ROUTE. 
—A 100-yd. covered way on the East Coast 
route of British Railways Scottish Region is 
to be demolished to afford increased clear- 
ance for future electrification. By this 
scheme the present Wallyford Toll road 
junction which is over the tunnel, about one 
mile east of Musselburgh on the Edinburgh- 
London trunk road, will take the form of a 
roundabout. Opposite sides of the round- 
about will be carried across the railway on 


take four pallets, each measuring 40 ip, 
x 48 in. Handling time is cut-to the 
minimum and no space is wasted. Full. 
width rear doors facilitate loading, 

A fleet of 100 of the new containes 
has been authorised and now is under 
construction at Swindon. The order js 
expected to be ready in time to cope with 
the forthcoming peak production of the 
Birds Eye factories at Great Yarmouth 
and Lowestoft, whence the container 
will be in circuit-working. 

Arrangements have been made with the 
company for 76 of the containers to be 
painted in the Birds Eye livery of royal 
blue, white and silver. The remaining 
24 containers will be in white, standard 
on British Railways for insulated con- 
tainers. Special large flat wagons, to 
be termed ‘* Conflat B,” will enable two 
containers to be carried on each wagon 
to increase pay-load. 

Internal measurements are: length, 
8 ft. 3 in.; width, 6 ft. 11 in.; height to 
bottom of dry-ice bunkers, 5 ft. 9 in, 
Insulation is of Onazote and is toa 
thickness of 4 in. There is an interior 
metal lining (the floor is chequered to 
prevent slipping) and hardwood slats 
lin. thick = 14 in. wide are fixed diagon- 
ally on inner sides, ends, and doors to 
encourage the circulation of cold air. 

Two dry-ice bunkers, designed in 
conjunction with the Technical Depart. 
ment of I.C.I. Limited, are fitted under 
the roof. Each bunker will take four 
25-lb. rectangular blocks of dry ice. 
Rate of sublimation is calculated to 
maintain a temperature of approximately 
0 deg. F. in an ambient temperature of 
70 deg. F. Capacity of each container is 
328 cu. ft. with a maximum load of 4 tons. 
Tare weight is 2 tons, 1 quarter. 


two new bridges about 47 yd. apart. Besides 
the covered way was not strong enough to 
carry the maximum loads using the trunk 
route passing overhead. The whole project 
is planned for completion this year. 








EXHIBITION OF NICKEL AND PLATINUM 
Propucts.—An exhibition will be held at 
the Cutlers Hall, Sheffield, on June 25, 
featuring the properties of nickel, n 

containing materials, the platinum metals, 
and S.G. Iron. The exhibition, organised 
by the Mond Nickel Co. Ltd., has bee 
designed to illustrate the special propertits 
which make nickel and platinum vital 
materials for many applications in industry. 
It will be divided into sections dealing with 
mechanical and _ physical properties, 
corrosion-resistance, electrodeposition, 
strength at high temperatures, toughness a 
sub-zero temperatures, and welding. Thee 
main sections are further sub-divided and 
include demonstrations as well as specimens 
of materials. Each day a number of technical 
films will be shown relating to various aspects 
of the exhibition, including films on SG. 
Iron, nickel-alloy permanent magnets, weld- 
ing, corrosion, and so on. A _ range 

technical publications will be available. 
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Frictional Braking Buffer Stops 


Braking buffer stops with frictional retarding action, widely 
used on the Continent, have been tested recently in South Wales 
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Rail brake type of buffer stop at Cologne local lines station adapted for 
vehicles fitted with centre buffers 


RAINS and engines approaching 
buffer stops are very rarely out of 
control, but there is always the possi- 
bility of an error of judgment in applying 
the brakes, or some local circumstance, 
such as unusually greasy rails, resulting 
in the striking of the stops. Even if the 
speed is low the kinetic energy involved 
in a heavy train is considerable. 
Collisions can result in the immobilisa- 
tion of badly needed stock and react 
most unfavourably on the traffic working. 
In some termini in Great Britain special 
buffer stops, of the hydraulic or other 
type, and sand drags, have been provided 
to bring an overrunning train to rest with 
the minimum of shock, but little atten- 
tion has been paid as a rule to other 
locations, while even in stations fixed 
types of stop are frequently to be seen. 
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Sliding sleeper type stop with supplementary clamp 
elements in advance, in Kassel main station 


On the Continent, however, especially 
in Central Europe, much thought has 
been given to this subject and what have 
become known as braking type buffer 
stops, making use of friction to provide 
a retarding effect, have become widely 
installed. On some systems, such as the 
German Federal Railway, simple fixed 
stops have long been prohibited except 
in unimportant sidings where only a 
few vehicles are placed. Everywhere 
else the braking type has become the 
rule, as elimination of damage to stock 
and contents and harm to people are 
considered to justify this. 

The first suggestions for a retarding 
type buffer stop using the frictional 
principle were advanced over 50 years 
ago by Franz Rawie, whose family had 
founded the firm of A. Rawie, now at 





Schinkel, near Osnabriick, Germany, 
in 1855, for general forging and engineer- 
ing work. Franz Rawie, who died in 
1929, and his successors obtained 40 
patents and registered designs for brak- 
ing buffer stops and their components; 
of these 15 are still in force. 


Operation of Frictional Elements 


The fundamental principle has _re- 
mained throughout the same: to make 
use of a frictional hold of some kind, 
either constant, or made to vary, should 
circumstances necessitate, as a function 
of the weight of the front part of the 
train—as, for example, where a loco- 
motive is used—or by causing the 
frictional elements themselves to come 
into operation successively. A combination 
of both these methods also can be used. 

There are three principal types of 
Rawie buffer stop in use at present, but 
each can be modified or supplemented 
by altering or adding components, as 
conditions may render advisable. The 
simplest, of wide application, is the rail 
brake design. In this, friction grips, 
or clamps, provided with bronze inserts, 
are bolted to the rail head in such a 
manner as to give the desired brake 
power in tons. When the stop is driven 
forward, they bring the train or vehicle 
to rest under a safe rate of retardation. 
The whole assembly, after slackening 
of the bolts, is then pulled back to its 
original position, when the gripping 
elements are re-clamped. Instead of a 
single pair of clamps, two or more can 
be provided at definite intervals, so con- 
nected by links that at first only one pair 
is functioning, then that plus the second, 
then those two plus the third, and so on, 


Hinged rail brake buffer stop on German Federal Railway 
which can be turned aside to give a clear track 
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Train about to come in contact with rail brake frictional buffer stop fitted with 
supplementary clamping elements 


thus progressively increasing the retard- 
ing action. 

This arrangement requires the laying 
of a length of flat-bottom rail, if the track 
is not already of that type, for the dis- 
tance over which the stop may be required = —— =r ae eT 
to travel, because of the obstruction Weightoftrain | Impact speed | shoe 
offered by the chairs and so on used with — x t La 
bull-head rails. The question of adapt- ae | 2 $ 
ing the design to such rails, however, is 
under consideration. 


with vehicles on which staff may be at 
work, or to protect men engaged on the 
permanent way. 

A trial made at Port Talbot with this 
brake shoe gave the following result :— 


Other Arrangements 


The equipment described above, it is 
claimed, can meet a wide variety of 


This rail brake stop is seen in the 
accompanying illustrations depicting 
Speed Total linear and angular kinetic energy of train in ft./tons (based on g 
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264 352 
335 446 
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540 : 810 
704 880 | 1,056 
893 1,116 | 1,339 
1,124 1,380 | 1,656 


67.5 
88.0 
111.6 
138.0 


675 
792 
1,004 


828 976 1,252 


trials made on February 11, 1959, on 
lines belonging to the Steel Company of 
Wales, Limited, at Port Talbot, as re- 
ported in our issue of February 20. 
They were conducted by the holders of 
the manufacturing rights for the United 
Kingdom, Godwin Warren (Engineering), 
Limited of Bristol. 


requirements. In certain locations, such 
as terminal stations where heavy trains 
arrive the sliding type of stop, which is 
easily drawn back to its original position, 
is the correct form to apply. The fric- 
tional effect is obtained by drawing 
sleepers along a concrete foundation 


Results of Tests 


The following figures give the results 
of tests made with this type of stop:— 


, Average Work 

Veigt ave ; 

V = aM Impact =— stopping | _ | done 
speed resist- |“. | b 
stop | stop 

| 


Test 
No 


train 


m.p.h. ft. tons | ft./sec.?/ft./tons 

5 | 692| 48.3 | 3.89 |334.0 
6 (12.08 | 70.3 | 3.21 | 850.0 

A modification of this form of stop 
is seen in the rail brake shoe. This, in 
its ordinary form, requires a flat-bottom 
rail, but the hinged design can be 
used with bull-head track, as it is 
carried on a separate piece of flat- 
bottom rail laid parallel with the 
running rails and hinged to come over 
the latter only when required. With 
this device the leading pair of wheels of 
a vehicle bear on the shoe itself, so 
increasing the frictional effect propor- 
tionally. It is intended for use in certain 
siding and similar tracks and is valuable 


tons 
1 400 


2 705 


31.2 ft. per sec. °) 
200t. 


27.4 
110 137 165 
248 
440 
690 
992 

1,350 
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with a specially roughened surface, }t 
is necessary to decide what maximum 
risk to cover and this can be done with 
the aid of the kinetic energy table op 
this page. 

A speed of about 10 m.p.h. for running 
movements in stations and about 6 mph, 
for shunting can usually be taken as 
reasonable. The situation is simpler 
where all trains arrive with locomotives 
in front, as their weight helps to increase 
the retarding effect. 


Where, however, lightweight trains 
and railcars also are used, it becomes 
preferable to have less braking effect to 
begin with and use supplementary fail 
brake shoes, as mentioned above, to 
build up the retarding action progress. 
ively. An adequate braking distance 
must always be allowed, though this may 
sometimes mean increasing the length 
of the platforms and adding to the dis- 
tance passengers have to walk. It 
becomes a matter of reconciling all the 
known requirements to the best advan- 
tage, having regard to local conditions, 
There are designs for all known require- 
ments. 


These various types of braking stops 
are in use throughout Germany and in 
terminal stations in Austria, Switzerland, 
Holland, Belgium, Luxembourg, Italy, 
Spain, Portugal, Poland, Finland, Russia, 
Denmark, Serbia, Roumania, Turkey, 
Persia and Israel. The German Federal 


250t. | 300t. 800t. 


34.25, 41.1 2 | 109.6 
| 440 


310 372 

660 
1,035 
1,488 
2,025 
2,640 
3,348 
4,140 


' 5,580 | 6, 
5,620 | 6,900 | 8,280 


Railway reports only one case in 10 
years of damage to a train striking a 
braking stop, and this was _ because 
traffic conditions had altered materially 
since the particular design was selected 
and the arrangements should have been 
modified to suit. 





Frictional rail brake buffer stop after collision, showing supplementary clamp 


where it is desired to prevent collisions elements brought into action 
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Mechanisation of Marshalling Yards 


Electronic apparatus has enabled marshalling yard operation to be accelerated 
and rendered automatic by integrating wagon speeds and other factors 


ee} 
ae oY eas 
ple tee 


> 


Wagons descending through retarders 
where working is normally fully 


ECHANISATION of operations in 
marshalling yards has been in 
process of development for very many 
years. The principal steps in it were not 
undertaken on any scale until the period 
between the wars, when various designs 
of rail brakes, or retarders as they are now 
called, and of means of storing the point 
controls, for release by the wagons them- 
selves through the operation of treadles 
or track circuits or both combined, were 
successfully applied in many places. 
These arrangements were the outcome of 
a large expenditure on research and 
practical trials and intensive scientific 
study. Although remarkable results were 
obtained, placing yard operation on a 
new footing and bringing quicker sorting 
of trains at less cost, the way remained 
open for even greater achievements. 

The development of electronic devices 
offered a means of making a still higher 
degree of automaticity available and 
research was accordingly directed along 
those lines. In our September 13, 1957, 
Issue we illustrated what has been done 
at the Gavin Yard, North Dakota, 
U.S.A., and in the present article appear 
illustrations of another form of equip- 
ment applied elsewhere in that country. 
There the local conditions render the 
elimination to the greatest possible 
degree of manpower and human judg- 
ment in effecting marshalling operations 
especially valuable. 


Principles Adopted 


It had been seen already that total 
automatic working was the ideal and 
various proposals had been advanced 
for attaining it. There are, however, 
a number of highly variable factors to be 
taken into account, to estimate the 
influence of which is not an easy matter. 

An essential objective is the avoidance 





“* at 


at Conway Yard, Pennsylvania RR., 
automatic, using Velac system 


of damage to vehicles and contents. 
With the large wagons standard in 
America, brakesmen were employed, 
travelling on each one, to regulate their 
approach to others in the sorting sidings, 
involving of course a large staff. The 
use of retarders in the hands of skilled 
operators enabled a large proportion of 
them to be dispensed with, and it was 
possible to construct apparatus by which, 
if the operator decided the leaving speed 
for any vehicle and expressed it by, say, 
pressing a button, the retarder itself 
would automatically produce the wished- 
for result. A personal evaluation was, 








however, still involved. The arrange- 
ments introduced to eliminate this factor, 
in the case of the installations here 
referred to, were developed by the Union 
Switch & Signal Division of the Westing- 
house Air Brake Company under the 
name of the Velac system, derived 
from the words “ velocity ’ and * acceler- 
ation.” 

The system involves measuring the 
rolling properties of the vehicles, the 
characteristics of the route each one has 
to follow and the total distance it is 
required to cover. 

It was very difficult to ascertain exactly 
in what way retarder operators judged 
how to regulate wagon speeds. A study 
of the behaviour of several thousand 
vehicles was, therefore, made and figures 
arrived at to form a basis for further 
action. Straight running was found to 
bear little relation to travelling on curves 
and the necessity for dealing with each 
wagon individually, since the character- 
istics of no two are precisely alike, 
established. 


Measurement of Vehicle Behaviour 

By having a_ perfectly maintained 
section of track on a uniform gradient 
the behaviour of any vehicle travelling 
over it can be measured and its probable 
subsequent behaviour sufficiently closely 
predicted, in combination with a like 
measurement over a curved section 
following, so that ifin addition the amount 
of free space in the siding concerned is 
known, the integration of all these factors 
in a computor apparatus will enable the 
retarders to function satisfactorily. The 
wagon will then leave the last retarder 
at the speed necessary to send it up to 
the next in front in the siding at a reason 
able buffing speed. The weight of th 











Operator at Hills Park Yard can take control, if circumstances necessitate, of 


any automatic equipment. 


Point setting is gontrolled normally by punched tapes 


G 
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Punched tape record which contains point setting programme including 
composition of train and sidings into which cuts are to run 


vehicle is used to control the action of 
the primary retarder. As a rule the 
heavy vehicles were found to roll better 
than the light ones. 

Weather effects as such cannot be 
measured by any known means at present, 
but they necessarily influence the move- 
ment of a vehicle at a given moment, and 
if its rolling characteristics are accurately 
detected then such influence is at that 
instant taken into account. A_ badly 
rolling wagon, of which there are not 
many, may not go as far as is wished, 
necessitating special handling. It was 
considered inadvisable to increase the 
height of the hump to cover such vehicles, 
as this would mean unnecessarily high 
initial speeds for all others, which would 
have to be absorbed in the retarders 
with consequent additional wear and 
tear. With long sorting sidings, higher 
speeds are required than when lesser 
ranges of distance are involved, and this 
renders their accurate measurement essen- 
tial. 

The careful layout of the lines has an 
appreciable bearing on getting first-class 


results. It was found that ordinary com- 
mercial radar methods did not enable 
measurements to be made with the pre- 
cision required and a frequency higher 
than normal, to use which a licence 
had to be obtained from the authorities, 
was adopted; this was found quite 
satisfactory. 

With the bogie vehicles used exclu- 
sively in America, where wagons of the 
size and type met with in Great Britain 
are practically unknown, it has been 
found greatly to improve matters if 
pieces of check rail are provided to 
centralise the bogies after running along 
a curve. without which they may run 
an appreciable distance before doing so. 
Overtaking is a problem that is best 
dealt with by careful study of the lay- 
Out-gradients, distances between  re- 
tarders, and so on—so to reduce its 
possibility to the very minimum, in 
preference to adopting very costly appara- 
tus otherwise unavoidable. 

Point Operation 

Operation of points can take place on 

any recognised system, with rapid acting 


Operator’s desk at Hills Park, with manual control switches, lamp 
indications, route indicator and (right) punched tape record for point setting 
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mechanisms, but some refinen.ents eggep. 
tial on running lines can, of course, fy 
dispensed with. Various forms of Storing 
the controls before a train is divided ang 
sorted and operating on the routed sele. 
tion principle, have been used, set in action 
by push-buttons or turn switches, with 
always some over-riding control to 
cope with emergencies. Still more fr. 
cently use has been made of punched 
tapes, on which the movements for , 
given train are fully recorded. Each tape 
is then fed through a transmitter which 
secures the proper setting of all points 
stage by stage, in well-known manner, 
The Velac system of automatic mar. 
shalling yard control has been applied 
at a number of places in the U.S.A, and 
is in process of being installed els. 
where; it has also been applied to sidings 
in industrial establishments, such 4; 
docks and steel plants and enabled 
operating costs to be considerably re. 
duced. The following main line railway 
yards there are, or shortly will bt. 
working on this system :— 
| Broughi 
Railway | into 
______| Service 
Pennsylvania | 1957 
Burlington 1957 
Chesapeake & | 1957 
Ohio | 
Nashville, Chat-| 1957 
tanooga & | 
St. Louis 
Pittsburg & | 1957 
Lake Erie | 
Louisville & | 1958 
Nashville 
| Santa Fe .--| 19m 
St. Louis South | 1959 
Western | early 


In addition, a yard is under construc- 
tion for the Canadian National Railways 
at Cote de Liesse. 


Yard 


West Conway 

Cicero 

Russell (Mani- 
fest) 

Hills Park 


Struthers 


Boyles 





Corwith 
Pine Bluff 








New SHIP FOR B.T.C. NorTH SEA SERVICES.— 
The fifth of six ships to complete the re 
equipment of Associated Humber Lint 
Limited fleet was launched on April 21, 
at the yard of James Lamont and Co. Ltd, 
at Greenock. The vessel was named Seb) 
by Mrs. Wansbrough-Jones, wife of Major 
General LI. Wansbrough-Jones, Secretar) 
General of the British Transport Commis 
sion. It is a sister ship to the m.v. Harrogate 
and Darlington, of approximately 1,100 tom 
total deadweight, giving 950 tons cargo 
deadweight. The design was by the B.T.C 
consultants, Burness, Corlett & Partners, if 
conjunction with Associated Humber Lins 
Limited, technical staff. The Selby is: 
single-screw cargo motor ship fitted with: 
Ruston & Hornsby engine, and will have: 


type with flat raked soft-nosed stem amt 
cruiser stern. Length overall is 231 ft. am 
moulded breadth 39 ft. It will ply in th 
A.H.L. Goole and Hull services to the nea 
Continental ports. The two holds are cot 
structed for palletised cargo. Special attentio! 
has also been given to the conveyance 0 
railway containers. The ship will be able 
carry up to 30 of the large type and cortt 
pondingly higher numbers of the sm 
types. Both holds have large hatches of the 
MacGregor type for rapid turnround. 





C 
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Heavy Duty Road/Rail Low Loader 


Runs on road or rail, and makes possible hauls of 
length and weight previously unattainable 


Commonwealth Railways staff check bolts on loader before coupling it to train 
at Port Augusta 


AN Australian - designed and built 
heavy-duty low-loading transport 
vehicle, which operates both as a road 
or railway vehicle and which has a maxi- 
mum carrying capacity of 85 tons, 
recently completed its first 3,000-mile 
round trip in 33 days. 

The 77-ft. low-loader, one of the biggest 
in Australia, was designed to carry heavy 
electrical equipment to Mount Isa in 
Western Queensland, where a large power 
station is being built for Mount Isa 
Mines Limited. 

In the next 18 months the low-loader 
will move about 1,000 tons of heavy 
electrical equipment from Adelaide to 
Mount Isa. The equipment includes 
stators weighing 62 tons manufactured 
in the United Kingdom. 

The loaded vehicle moves 200 miles by 
road from Adelaide to Port Augusta. 
There, the 64-wheel road bogies are 
removed and replaced by _ standard- 
gauge rail bogies for the 221-mile haul 
by train to Marree. 

At Marree these bogies are changed to 
double bogies for the narrow-gauge 
(3 ft. 6 in.) line to Alice Springs, where it 
again becomes a road vehicle. 

None Similar 

The low-loader, which weighs 27 tons 
and cost £420,000, was built by Freighter 
Industries (N.S.W.) Pty. Ltd., Turrella, 
for R. H. O’Regan Pty. Ltd., Sydney. 

It is believed that there is no similar 
vehicle anywhere in the world. It was 
designed and built because there was no 
other way of getting heavy loads to 
Mount Isa. Some of these loads, with the 
vehicle itself and its prime mover, weigh 
more than 110 tons, and the absence of 
an adequate all-road route made it 
Impossible to handle loads of that size 
through Darwin or from the Queensland 
coast. 

The whole movement was planned in 
co-operation with Commonwealth Rail- 
ways, which designed and built the 


special rail bogies for the two different 
gauges. 


The loader travels 60 to 90 miles a day 
on the road through Central Australia. 
The convoy includes prime movers, a 
small auxiliary low-loader, and a truck 
carrying 12 tons of fuel, spares, and other 
gear. Total equipment is worth £A57,000. 

The crew of six sleeps each night in a 
caravan beside the loader and uses a 
utility to post warning notices ahead of 
the convoy and clear the road. 

During difficult stages a driver on the 
rear of the loader operates independent 
braking and steering systems, powered by 
a diesel engine. Two high-capacity prime 
movers, One pushing and one pulling, 
are used to move the loader at such times. 

Until this unit was built, the heaviest 
single piece of machinery that could be 
moved into the Northern Territory and 
Northern Queensland was about 20 tons 
only. It now is possible to move single 


Waterside workers steady 61-ton stator during unloading at Port Adelaide. 


pieces of machinery weighing up to 85 
tons to main centres in the north. 


Double Gooseneck Frame 


The unit comprises a double gooseneck 
main frame with bolted cross members 
fitted with a carriage dolly at each end. 
Main and dolly frames are fabricated 
and welded from rolled steel sections. 
Cross members are bolted to main 
members on main frame only. The well 
arc has no flooring. 

Clearance lights are fitted front and 
rear, with two extra fitted along each 
side of frame and with tail light fitted to 
the rear of the unit. 

A heavy-duty “V-type swinging 
drawbar is fitted to the front fore-car- 
riage. Lugs are fitted to the rear fore- 
carriage to suit the drawbar. There are 
64 tyres; 32 at each end. 

The 12}in. x Sin. hydraulic brakes are 
operated by compressed air double-line 
relay and breakaway system. Emergency 
brakes are operated by the steersman at 
the rear of the trailer. The braking system 
is connected to the compressor. The 
breakaway system provides protection 
in the event of the prime mover being 
detached from the trailer, when the 
brakes are automatically applied. 


R.C.S.C. New CANADIAN NATIONAL DeEp- 
ARTMENT OF MERCHANDISE SERVICES. 
Establishment of a Department of Merchan- 
dise Services is announced by the Canadian 
National Railways. The purpose is to co- 
ordinate the services pioneered by the C.N.R. 
for consignors of traffic other than wagon- 
loads and parcels. The department embraces 
railway, road haulage, and * * piggy back” 
services. As recorded in our personal pages, 
Mr. George R. Johnston has been appointed 
Gencral Manager. 


Crew 


of low loader ensure that stator is placed squarely in position 
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Driverless Platform Trucks for Depots 


Tests at Newton Abbot, Western Region, of electronically guided 
battery vehicles following energised single wire laid } in. below floor 


Driverless truck, following the wire hidden beneath the flooring, hauling 
trolleys along one of nine experimental tracks 


™ driverless platform trucks are 

being tested in Newton Abbot 
Goods Shed, British Railways, Western 
Region. They haul trolleys conveying 
consignments, which have been dis- 
charged from wagons, to chosen points 
for loading into cartage vehicles for 
outward delivery. 

Over a year ago, E.M.I. Electronics 
Limited produced the driverless trolley 
system known as the Robotug, which the 
Western Region estimated had poten- 
tialities for use in association with 
battery-electric platform trucks. Many 
of the latter have stood up to use over 
long periods in large goods sheds in the 
Region. 

The electronic guidance system is, 
basically, to make the truck follow a 
single wire laid just beneath the flooring 
with about 4 amp. a.c. of a specified 
frequency passed through it. 


Automatic Stop at Obstruction 


Fitted to the front of the truck is a 
safety bumper, so designed that if an 
obstruction is met, a micro switch open 
circuit de-energises the interlock relay 
and halts the trolley. 

The platform truck is the battery- 
electric vehicle manufactured by Scott 
Electric Vehicles Limited, and standard 
for this type of work in railway depots. 
It can be operated in the usual way and 
driven manually if required. 

A durability test of hauling a 3-ton 
load continuously for a distance of 2-3 
miles at about 2 m.p.h. showed the 
battery capacity of 121 amp. hr. to be 
sufficient for the work to be carried out 
in an 8-hr. shift. 

Trials to be carried out over several 


months began on April 7. For the pur- 
pose of this experiment nine tracks have 
been laid 3 in. below the surface of the 
floor. It is not thought that nine tracks 
will be needed in most depots, but this 
number has been installed at Newton 
Abbot to afford thorough testing. 
Switch panels have been provided at 


ie! 


points in the shed. On these are push. 
buttons energising sections of track. 
The dispatcher presses the appropriate 
button to cause the truck to move over 
the selected sections to destination. 

Packages are discharged from the 
railway wagon on to a train of trolleys 
working to and from a cartage post, 
These trolleys stand on the outside track 
of the nine circuits, away from the 
railway wagon, so that the inside track 
can be used as a running road and not 
impede free movement of loaded and 
empty trolleys to and from the cartage 
loading point. 


R.C.S.C. St. PANCRAS TO BEDFORD Ling 
Diese. SeERvice.—Good progress is reported 
by British Railways, London Midland 
Region, on work in preparation for intro- 
duction of multiple-unit diesel trains on the 
St. Pancras - Bedford suburban services, 
At Luton and Harlington additional plat- 
forms are taking shape. At Leagrave the 
bridge is to be slewed on April 26 to enable 
a new platform to be built. By the end of 
June the new signalling to enable the present 
goods lines to be converted to take passenger 
services will have been installed and work on 
the tracks is well advanced. When the full 
diesel service goes into operation in January, 
1960, the London Midland Region will have 
completed one of the most comprehensive 
schemes on British Railways for replace- 
ment of steam passenger by diesel trains. 
Some details of the scheme and of the work 
involved were given in our September 12, 
1958, issue. 





Changing the circuit to energise sections of track selected 
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RAILWAY NEWS SECTION 


Advisory Board on the Resettlement of Mr. R. J. Booth, Assistant Chief of Police, 

PERSONAL Ex-Regulars, and was Chairman of the London Transport Executive, has been 

Mr. D. M. Robbertze, Deputy General former F.B.I. Advisory Council on the appointed Assistant Chief of Police, Eastern 

Manager, South African Railways, retires Introduction to Industry of Retired Senior Area, Peterborough, and not Chief of Police 

next month ; he will be succeeded by Mr. Service Officers. in that area, as recorded in our issue of last 
J, P. Hugo, Assistant General Manager ’ week. 

(Siaif). Mr. A. T. Evans, Director & General 

Manager, United Automobile Services, Mr. J. Lohmann, who, as recorded in our 

Mr. William H. McFadzean, Chairman & Limited, Darlington, will retire on July 31. April 3 issue, has been appointed President 

Managing Director of British Insulated He will be succeeded, as General Mana- of the Netherlands Railways, was born in 

Callender’s Cables Limited, who, as recorded ger, by Mr. B. T. Pratt, Secretary & October, 1908, in The Hague. Mr. Loh- 

in our April 17 issue, has been elected Presi- Assistant General Manager. mann graduated in civil engineering from 


Mr. W. H. McFadzean Mr. J. Lohmann 


Elected President of the Federation Appointed President of the 
of British Industries Netherlands Railways 


dent of the Federation of British Industries Mr. David Robertson, Principal Estab- Delft Technical University in 1930, and the 
for the coming year, was born in Stranraer. lishment & Staff Officer, Manpower Ad- same year, joined the Netherlands Railways 
He was educated at Stranraer Academy and viser’s Department, British Transport Com- as Civil Engineer. He received practical 
High School, and at Glasgow University mission, has been re-designated Director of training and served in various sections of the 
where he studied accountancy. He qualified Establishments. He takes over the Pension & Way & Works Department. He was 
as a chartered accountant, in 1927, and Travel Facilities of the Division, of which appointed Chief Civil Engineer, in 1948; 
worked with Chalmers Wade & Co. Ltd., the late Mr. R. Bvron-Scott was in charge. Manager, Way & Works Department, in 
from 1927 to 1932. He joined British 1952, and Operating Manager, 1954. He 
Insulated Cables Limited as Accountant, B.T.C. APPOINTMENTS became General Manager, in May, 1958, 
in 1932. In 1937 he became Financial The British Transport Commission the appointment he relinquished on January | 
Secretary and, five years later, was appointed announces the following appointments : to become President. 

Executive Manz iger (Finance). Ontheamal- Finance Department ; 
gamation of British Insulated Cables Limited Mr. R. E. Gregory, Productivity & Work Mr. S. H. Leake has been reappointed a 
and Callender’s Cables & Construction Co. Study Assistant, Motive Power Department, part-time member of the London Transport 
Ltd., he was appointed to the board as London Midland Region, as Traffic Costing Executive until March 31, 1962. 

Executive Director and was made Chairman Officer, Costings Division, Paddington. ; 
in 1954. In 1955 he was made a Companion British Railways Central Staff "a regret to record the death, at the age of 
of the Institute of Electrical Engineers. On Mr. H. Poyser, Assistant (Productivity), 87, of M. Charles Michel-Cote, President 
the formation of an Advisory Council on Carriage & Wagon Engineer’s Department, of the Franco-Ethiopien Railway. He had 
Middle East Trade, Mr. McFadzean agreed Eastern Region, Doncaster, as Assistant been connected with the railway from its 
to be Vice-C hi tirman and Industrial Leader Mechanical Engineer (Works & Production), beginning in 1897. 

of the Council, and in this capacity he recently Mechanical Engineering Department. 

‘completed an ‘extensive tour of the area. He Mr. J. Koffman, Senior Principal Scientific Professor D. F. Macdonald has been 
has temporarily retired from this post as a Officer, Research Department, Derby, as appointed a Member of the Special Panel 
result of his new duties with the Federation. Design Engineer (Projects), Mechanical of the Transport Tribunal in succession to 
He is a membcr of the Ministry of Labour Engineering Department. the late Mr. J. M. Mitchell. 





The late M . E. H. aE. Darby 


Deve artment, ‘a M. SR 


We regret to record the death, on 
December 5, of Mr. E. H. d’E. Darby, B.A., 
M.Inst.C.E., formerly Assistant Engineer, 
Chief Civil Engineer’s Department, Watford, 
London Midland & Scottish Railway. Mr. 
Darby was educated at Cheltenham and Clare 
College, Cambridge, taking his B.A. degree 
in 1902. Later that year he began a term of 
pupilage under the late Mr. E. B. Thornhill, 
then Chief Engineer, London & North 
Western Railway. He served in the drawing 
office at Euston, and on the construction of 
Garston New Dock, where he became an 
assistant in 1905. In 1910 he was appointed 
Assistant to the District Engineer, Walsall, 
where he remained until 1917, except for a 
period in France. He was then, for a short 
time, temporarily in charge of the District 
Engineer’s Office at Bangor. From January, 
1918, he acted as District Engineer, Crewe, 
which appointment was confirmed in 1919. 
From 1920 to 1928 he served as District 
Engineer, Manchester, when he went to 


Mr. J. F. Bickerton 


Appointed District Engineer, Newport, 
Western Region 
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Mr. J. H. Glendinning 


District Engineer, Peterborough, 
Eastern Region, 1952-59 


Derby as Acting Divisional Engineer (Eastern 
Division), which appointment was confirmed 
in 1929. When the Chief Civil Engineer’s 
Department was reorganised in 1935, Mr. 
Darby was transferred to St. Pancras, as 
Assistant Engineer (Permanent Way). He 
was appointed Assistant Engineer, St. 
Pancras, in 1937, and subsequently became 
Assistant Engineer, Chief Civil Engineer’s 
Department, Headquarters Office, Watford 
L.M.S.R., the position from which he retired 
in November, 1945. Mr. Darby had been a 
member of the Engineer & Railway Staff 
Corps, Royal Engineers, in which he held 
the rank of Major. 


Mr. J. H. Glendinning, M.C., A.M.I.C.E., 
B.Sc., District Engineer, Peterborough, East- 
ern Region, British Railways, who, as re- 
corded in our March 27 issue, has retired, 
was educated at Campbell College, Belfast, 
and served in the Infantry in the 1914-18 
war, after which he graduated, in Civil 


Mr. S. J. Symes 


Appointed District Traffic Superintendent, 
Stoke-on-Trent, L.M. Region 


April 24, 


1959 


Mr. J. B. Manson 


Appointed District Engineer, Peterborough, 
Eastern Region 


Engineering, in the Queen’s University of 
Belfast, in 1922. After serving for a few 
years in the office of an engineer and archi- 
tect in private practice, he joined the L.N.ER. 
in the Civil Engineer’s Department in 1925, 
He was engaged on new works, including the 
opening out of Hattersley Tunnels, near 
Manchester, and was Resident Engineer on 
the widening between Gidea Park and 
Shenfield and new lines at Shenfield. In 
1937 he was appointed Senior Assistant in the 
District Engineer’s Office, Stratford, and 
soon afterwards as Assistant District En- 
gineer, Kings Cross. During the 1939-45 
war he was actively engaged in A.R.P. and 
bomb damage repairs in Stratford and 
Kings Cross Districts. Mr. Glendinning was 
appointed District Engineer, at Boston in 
1947, and at Peterborough in 1952, the 
position from which he now retires. 


Mr. J. B. Manson, B.Sc.(Eng.), A.C.G.I, 
A.M.LC.E., Assistant District Engineer, 


Mr. L. K. Yap 


Appointed Assistant Chief Civil Engineer, 
Malayan Railway 
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Stratford, Eastern Region, British Railways, 
who, as recorded in our March 27 issue, 
has been appointed District Engineer, 
Peterborough, was educated at Bradfield 
College, and at the City & Guilds Engineer- 
ing College, London University. He joined 
the London & North Eastern Railway in 
1939, as an engineering graduate. After 
experience on the new works for the Liver- 

| Sireet-Shenfield electrification, he joined 
the Royal Engineers and served on railway 
survey and construction in England and 
India, attaining the rank of Major. In 1946 
he returned to the Civil Engineer’s Office, 
Kings Cross, and was in the Steelworks, 
New Works and Maintenance Sections, where 
he was associated with the design of the re- 
construction, of Parkeston Quay, subse- 
quently being Resident Engineer on that 
work. He became Senior Assistant in the 
District Engineer’s Office, Cambridge, in 
1952; Assistant to the District Engineer, 
Stratford, in 1953, and Assistant in the New 
Works Section, Kings Cross, in 1955. In 
February, 1956, Mr. Manson was appointed 
Assistant District Engineer, Stratford, the 
position he left to take up his present 
appointment. During the time he was at 
Stratford, intensive modernisation and elec- 
trification work was carried out. 


Mr. J. F. Bickerton, B.Eng. (Liverpool), 
M.LC.E., District Engineer, Cardiff, Western 
Region, British Railways, who, as recorded 
in our March 27 issue has been appointed 
District Engineer, Newport, was educated 
at Oswestry High School and Liverpool 
University. He began his railway career as a 
pupil to the Chief Engineer, Cheshire Lines 
Committee, under whom he was_ subse- 
quently appointed Assistant Engineer. In 
1927, he was engaged on waterworks con- 
struction in Buenos Aires, as Resident 
Engineer, and in 1928, was appointed 
Superintendent Engineer on constructional 
works in Spain. Mr. Bickerton joined 
the Great Western Railway in 1930, as an 
Assistant in the New Works Section, Chief 
Engineer's Department. He became Assistant 
Resident Engineer and, later, Resident 
Engineer on the reconstruction of Temple 
Meads Station and other work at Bristol. 
He subsequently became Resident Engineer 
on a number of contracts for construction 
works, including the remodelling of Hockley 
Goods Station, Birmingham, and the loco- 
motive depot at Severn Tunnel Junction. 
Other wartime improvement schemes, in 
which Mr. Bickerton was engaged, included 
the widening of lines between Newbury and 
Winchester and from Savernake to Andover. 
He was appointed Assistant District En- 
gineer Paddington, in 1949, and moved to 
Cardiff, as District Engineer, in 1953, which 
post he now vacates in taking up his new 
appointment. In 1955, he was the Civil 
Engineering member of a British Railways 
delegation to Ceylon to advise on the working 
of the Ceylon Government Railway. 


Mr. S. J. Symes, Head of Section (Pass- 
enger Services), Divisional Manager’s Office, 
London Midland Region, British Railways, 
who as recorded in our April 3 issue, has 
been appointed District Traffic Superin- 
tendent, Stoke-on-Trent, joined the London 
Midland & Scottish Railway in 1933 as a 
traffic apprentice. After initial experience 
at Cheddington, Northampton, Willesden, 
Leicester and London, he became District 
Inspector, Bletchley, in 1939. He was called 
up as a Territorial, in 1939, serving with the 
Royal Engineers in the Middle East. He 
returned to the railway in 1946, and in 1947 
Was appointed Passenger Assistant to the 
District Goods & Passenger Manager, 
Stoke. In 1955, Mr. Symes went to Euston, 
as Head of the Passenger Development 
Section in the Chief Commercial Manager’s 

ce, and, in 1956, became Assistant 
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District Passenger Manager, Euston. When 
the Divisional Traffic Manager’s Office in 
London was set up, in 1958, Mr. Symes 
became Head of Section (Passenger Services) 
the position he now vacates. Mr. Symes is 
the son of a former L.M.S.R. Stores Super- 
intendent. 


Mr. L. K. Yap, A.M.I.C.E., M.1.Struct.£.’ 
Divisional Engineer, Malayan Railway” 
who, as recorded in our March 20 issue has 
been appointed Assistant Chief Civil Engin- 
eer, was born in Kuala Lumpur in 1910. 
Educated at the Victoria Institution, Kuala 
Lumpur, he passed the Cambridge School 
Certificate Examination in 1928. He joined 
the Malayan Railway as a technical appren- 
tice, in 1929, and was sent to the Technical 
College, Kuala Lumpur, for a course in 
Civil Engineering, passing the final examina- 
tion in 1932. He was appointed Technical 
Assistant in the Central Drawing Office, 
in 1932, and Technical Assistant in charge 
of districts in 1937. In 1940 he took charge 
of building the reinforced concrete wharf at 
Port Swettenham, and of the desilting of the 
wharf area. During the Japanese Occu- 
pation of Malaya, he was taken by the 
Japanese to Sumatra, to build the Moeroe- 
Pakan Bahru Railway. After the war he 
was concerned with rehabilitation work in 
Kuala Lumpur, rebuilding and repairing 
locomotive sheds, carriage sheds and work- 
shops, and designing another reinforced 
concrete wharf in Port Swettenham. Mr. 
Yap came to the United Kingdom, in 1947, on 
a Malayan Railway Scholarship, to be 
trained as a civil engineer. He served as a 
civil engineering trainee on the L.N.E.R. 
from 1947 to 1949, and assisted recon- 
struction of the under bridges at Grove 
Road and Bow Road, London, and at Docks 
and Inland Water Ways Executive, Hull, for 
six months in 1950. He studied at the 
Regent Street Polytechnic, London, and 
passed the Associate Membership Examina- 
tions of the Institution of Civil Engineers and 
Institution of Structural Engineers in 1950. 
Mr. Yap returned to Malaya, in 1950, and 
served as : Assistant District Engineer, 1950- 
51; Assistant Port Engineer, 1951-52: 
District Engineer, 1952-57 and Divisional 
Engineer from 1958 until taking up his 
present appointment. 


Mr. J. P. McCormick has been appointed 
a director of Turner Asbestos Cement Co. Ltd. 


We regret to record the death on April 5, 
at the age of 63, of Mr. Jim Baty, General 
Secretary of the Associated Society of 
Locomotive Engineers & Firemen from 1948 
to 1956. Mr. Baty first became a permanent 
officer of the Society in April, 1937, on his 
appointment as District Organising Secretary. 
He was elected Acting Assistant General 
Secretary in 1946. 


Mr. G. E. Staves, Principal Administrative 
Officer, British Transport Docks, has retired. 
He joined the London & North Western 
Railway and, in 1925, was appointed to the 
staff of the Chief Goods Manager, L.M.S.R 
On the outbreak of the 1939-45 war was 
seconded to the Ministry of War Transport 
and served in the Shipping Diversion Room. 
He was subsequently appointed Head- 
quarters Assistant, resvonsible for the 
L.M.S.R. dock and canal undertakings and 
was the railway representative of the Govern- 
ment Reconnaissance party which, in 1940, 
reported on the use of the West Coast Ports 
for war traffic and the construction of military 
ports. He also served on the Docks Com- 
mittee of the Railway Executive Committee. 
In 1948 he joined the Docks and Inland 
Waterways Executive, as Assistant Secretary 
for Docks. When British Transport Docks 
became a separate Division of the Commis- 
sion, he was appointed Principal Administra- 
tive Officer to the Management Board. 
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Mr. A. G. Wilson, Managing Director of 
Self-Changing Gears Limited, is shortly 
leaving on a world-wide business tour. 


Mr. L. Bailey has been appointed a director 
of the United Steel Structural Co. Ltd., a 
subsidiary of the United Steel Companies 
Limited. 


Mr. J. S. Gamble, General Sales Repre- 
sentative, Nottingham, Dunlop Rubber Co. 
Ltd., has been appointed Midlands Manager 
of the Commercial Vehicle Division. 


Mr. C. W. Simpson has been appointed 
Company Secretary & Accountant of 
Keeton, Sons & Co. Ltd., a member of the 
Firth Cleveland Group. 


Mr. J. G. Dawson has been appointed 
Director of Engineering, F. Perkins 
Limited. Mr. Geoffrey Smith has been 
appointed Director of Production. 


Mr. E. J. Lassen, Export Manager’ 
Bakelite Limited, since 1945, has retired. 
He is succeeded by Mr. G. H. Johnson, 
Deputy Export Manager. 

— 

Mr. Wayne H. McGlade has _ been 
appointed Product Development Manager, 
LeTourneau - Westinghouse Company of 
Peoria, Illinois. He was formerly Assistant 
to the Executive Vice-President. 


Mr. Eric A. Robinson is to succeed Sir 
Alexander McColl as Chairman of the 
Superheater Co. Ltd., and will also remain 
Managing Director. Sir Alexander 
McColl has, at his own request, retired 
from the board. He had been a director 
for over 35 years and Chairman for 15 years. 


Mr. C. A. Robb, Control Manager, 
Bakelite Limited, has been appointed a 
director. Mr. B. T. Burgoyne, of the 
U.S.A., has been appointed to the board. 
He succeeds Mr. Alex MacKenzie, also of 
the U.S.A., who has retired. 


Mr. E. L. Ashley, Manager, Banbury 
Works, Northern Aluminium Co. Ltd., 
has been appointed a director. Mr. Kenneth 
Hall, Assistant Director of Operations 
of the parent company, Aluminium Limited, 
Montreal, and a director of Northern 
Aluminium Co. Ltd., has resigned. 


Sir George Dowty and Mr. Robert PF. 
Hunt, Chairman and Deputy Chairman 
respectively of the Dowty Group, have 
joined the board of Rotol. Sir George 
Dowty has been elected Chairman of Rotol 
Limited, and Lt.-General Sir John Evetts, 
Deputy Chairman. The other members of 
the board are Mr. C. J. Luby, Managing 
Director; Colonel C. W. King, Works 
Director; and Mr. L .G. Fairhurst, Technical 
Director. Mr. R. Raff remains Secretary. 
These changes follow the purchase of 
Rotol Limited by the Dowty Group. 


Mr. G. C. Oram, Manager, Central 
Engineering Workshops, Appleby-Froding- 
ham Steel Co. Ltd., has been appointed 
Works Manager Production. He will con- 
tinue to act as Technical Consultant for 
the Engineering Workshops of United 
Steel Companies Limited. Responsibility 
for the Centra! Engineering Workshops, 
Appleby-Frodingham Steel Co. Ltd., has 
been transferred to Mr. J. L. Gaskell, 
Chief Engineer. Mr. F. J. Watts becomes 
Manager of the Workshops; Mr. E. A. 
Atkin is seconded as Acting Steelworks 
Engineer, and Mr. R. H. Siddons joins 
Appleby-Frodingham from the Research 
& Development Department, United Steel 
Companies Limited, as Assistant Iron- 
works Engineer. 
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NEW EQUIPMENT AND PROCESSES 


Clip-on Ammeter for Railways 


NEW clip-on ammeter for measuring 

current is the first of its type to have 
been developed specifically for railway 
applications. It is basically similar to the 
manufacturer’s existing clip-on ammeter, 
which operates on the split-core current 
transformer principle. The difference lies 
in the triangular core which ensures that all 
standard types of railway lines can be easily 
embraced and measurements taken quickly 
and efficiently. The instrument provides six 


separate ranges. These, controlled by a 
thumb-operated selector switch, are 0-10, 25, 
50, 100, 250, and 500 A. a.c. Accuracy is 
within 5 per cent of full scale on all ranges. 

Further details can be obtained from 
Ferranti Limited, Hollinwood, Manchester, 
Lancs. 


Cabled Nylon Tubes 


EMOTE menitoring of processes and 
equipment is a typical apovlication of 
a new range of cabled nylon tubes. These, 
of which there can be 1, 3, 4, 7, 12, or 19 ina 
“cable,” are identified by colour, laid up 
in electric-cable fashion, and sheathed 
with P.V.C. or P.C.P. They can be provided 
with steel-wire armour protection. 

No special type of support is required: 
cable clips of tinned brass or corrosion- 
resistant metal are suitable for the smaller 
1, 3, 4, and 7-tube assemblies and the manu- 
facturer’s cleats can be used for larger 
sizes and groups. The tubes are arranged 


for use with standard fittings. 

Further details can be obtained from 
B-itish Insulated Callender’s Cables Limited, 
Norfolk House, Norfolk Street, London, 
W.C.2. 


Are Welding Electrodes 


Two of six new types of welding electrodes 

may be of interest to railway engineers. 
The Pressurees I.P.1. are iron-powder wires 
specially developed to produce extremely 
fast welding with good penetration in the 
down hand position. They are recom- 
mended for welding deep grooves and tight 
fillets. Smooth finish and good side-wall 
wash-up are said to be achieved: there is very 
little spatter, and the deposit is crack-resis- 
tant. Deposition rate is high at a relatively 
low cost. 

The Hercules 35 low-hydrogen electrodes 
have been produced for welding heavy 
sections and highly-restrained joints in mild 
steel. medium high-tensile steels, carbon and 
alloy steels. They also are recommended for 
sulphur-bearing steels, and are suitable for 
welding in all positions. Finish is claimed 
to be unusually good for this type of weld. 


These electrodes do not produce any of the 
objectionable fumes normally resulting from 
this type of welding, particularly when carried 
out in confined space. Other advantages 
of the electrodes are readily removabk 
slag and easy manipulation in all positions. 

Further details can be obtained from the 
English Electric Co., Ltd., Marconi House, 
Strand, London, W.C.2. 


Nut-Starter 


HE Nut-Starter is a device designed for 
use with any standard 3-in. or }-in. 
square drive socket. It is particularly helpful 
in awkward places where space and move- 
ment are restricted, i.e., behind facia panels 
and switchboards. 

The holder rod .is semi-rigid and can be 
bent in any direction while the flexible shaft 
rotates the square drive to start the nut. 
An adaptor is included to convert the }-in. 
drive to }$-in. 

Precision-made, and with plated finish, the 
tool weighs only 3 oz. Retail price is 19s. 44.; 
trade price is 14s. 6d. 

Further details can be obtained from the 
manufacturer, J. W. Pickavant & Co. Ltd, 
Apkoway Works, Bow Street, Birmingham |. 


Hydraulic Equipment 


HE Hydro-Titan range covers hydraulic 
axial piston pumps, motors, and trans 
missions and includes variable and constant- 
displacement units with power outputs up 
to 250 h.p. (continuous) or 400 h.p. (inter 
mittent). . 

Overall efficiency is claimed to be high, 
rising to 90 per cent over a complete trans 
mission. Operating temperatures are, there- 
fore, kept low, although under suitable com 
ditions they may be permitted to rise t0 
90 deg. C. d 

Already in successful use on the Continent, 
these units now are available in this country. 
Examples may be seen at the current Engit- 
eering, Marine, Welding & Nuclear Energy 
Exhibition at Olympia (the closing date of 
which is April 30). 

Further details can be obtained from the 
sole agents in the United Kingdom, Hydraulic 
Installations Limited, Stone House, 27), 
Greenwich High Road, London, S.E.10. 
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Applicator Tubes 


OLY-PAUL General-Purpose Paste 100 
now is available in applicator tubes 
which, fitted with sponges, facilitate direct 
rubbing into metal surfaces. This increases 
functional effectiveness as well as minimising 
waste. 

Anti-scuff and anti-seize, the paste also is 
suitable for running-in, first-aid, and as a 
tapping and drilling compound for stainless 
steels, phenolic, and other “ difficult” 
materials. No charge is made for the new 
applicators. Cost of the product remains 
at 6s. 8d. per 2 oz. tube. 

Further details can be obtained from the 
manufacturer, K. S. Paul (Molybdenum 
Disulphide) Limited, Great Western Trading 
Estate, Park Royal Road, London, N.W.10. 


Etch Primer 


TH Strathclyde Etching Primer PA-10 

is an improved version of the manufac- 
turer’s existing product. The new primer has 
received Admiralty approval for use on non- 
ferrous metals. 

Because of its stability, PA-10 ensures 
uninterrupted application by spray-gun. It 
can be applied also by brush, spray, and 
dipping. By any of these methods, it air- 
dries in 30 min. For even quicker drying, 
it may be stoved. 

It is not a paint but a metal conditioner. 
Its etching action will bond it to the surface 
of aluminium sheeting, zinc-sprayed metals, 
shot-blasted steel, and all ferrous and non- 
ferrous metals. Its adhesion to mild steel 
or cadmium plate will withstand a pressure 
of 3,000 Ib. per sq. in. 

Samples and further information can be 
obtained from the manufacturer, Federated 
Paints Limited, Dobbies Loan, Glasgow. 


Steam Control Stop Valve 


THE “ Bi-Seat*’ is a precision-made 

._ , control stop valve for use in steam lines. 
Claimed to afford an extremely high degree 
of control and double protection of working 
Parts, it is designed to control a flow of steam 
at working pressures up to 300 Ib. per sq. in. 
and temperatures up to 500 deg. F., particu- 
larly where frequent use is expected. 

On initial opening, the main valve rises 
approximately 1/16 in. clear of its flat seat 
while the orifice remains sealed by a spring- 
loaded parabolic plug. As opening continues, 
the plug is gi idually withdrawn to provide 
a streamlined annulus for the passage of 
Steam. Thus, it is virtually impossible for 
foreign matter to be trapped on the main 
valve seat 
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The fine degree of control allows steam to 
be admitted slowly to a cold system with full 
protection for valve and seat against the 
direct cutting action of the high-velocity 
steam, thus preventing wire drawing. 

Similar protection is given to the seat 
during closure of the control valve because 
steam is shut off by the plug before contact 
with the main valve. 

All working parts are of “* K Monel ” and 
stainless steel. 

Further details can be obtained from the 
manufacturer, Sir W. H. Bailey & Co. Ltd., 
Albion Works, Patricroft, Manchester. 


Are Welding Thin Sheet 


UNTIL now, equipment for arc welding 

such material as very thin aluminium 
sheeting has had to be imported. A British 
company now has become the sole licensees 
for the manufacture and distribution of 
Rowen-Arc, the British designation of the 
Westing-Arc equipment already known in this 
country. Production will begin this year. 
Further details can be obtained from Rubery, 
Owen & Co.. Ltd., Longford Works, Black- 
horse Road, Longford, Coventry. 


Portable Barrel Pump 


THE Briticent 400-PMN air-operated port- 

able barrel pump is claimed to eliminate 
spillage while transferring a wide range of 
liquids to and from bulk stocks. It can be 
used by unskilled labour. 

Operation is from a 30-120-Ib. per sq. in. 
airline without reducing valve. Rotary 
drive is transmitted through an inner tube 
carrying the driving shaft. An outer suction 
tube fitted with 1}-in. bore hose attachment 
allows liquid to be raised in a standard 
hoseline. Off-load speed is 16,000 r.p.m.; 
on-load_ is 12,000 r.p.m. Consumption 
with liquids such as water is approximately 
20 cu. ft. per min. from an 80-lb. per sq. in. 
airline. 

Maintenance is simple—the oil reservoir 
requires charging once per day or shift 
and uses readily-obtainable lubricants. 

Control can be manual, by a simple hand- 
grip, which can be locked in position. The 
airline attachment is so placed that it does 
not obstruct operation. 

Lifting tube sets are detachable and easily 
dismantled for cleaning. They are available 
in aluminium alloy (lengths 2 ft. 3 in. and 
3 ft. 7 in.) and austenitic stainless steel 
(lengths 2 ft. 3 in. and 3 ft. 11} in.). 
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The unit is self-priming and will operate 
against full pressure. It will deliver up to 
2,000 gal. per hr. dependent on viscosity 
and lifting head. Maximum head is approxi- 
mately 25 ft.: maximum viscosity approxi- 
mately 150 deg. Engler, or SAE 30. Should 
stalling occur, no damage will result to the 
unit. 

Total weight of the 2 ft. 3 in. all-alloy 
model is 114 Ib. Price for this model is 
£55 11s., price for the 400-PMS 2 ft. 3 in. 
stainless steel model is £83 12s. 

Further details can be obtained from the 
British Central Electrical Co. Ltd., Briticent 
House, 6 & 8, Rosebery Avenue, London, 
E.C.1. 
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Ministry of Transport Accident Report 


Eastbourne, August 25, 1958: British Railways, Southern Region 


Co'onel W. P. Reed, Inspecting Officer 
of Railways, Ministry of Transport 
& Civil Aviation, inquired into the 
accident which occurred at about 7.29 
a.m. on August 25, 1958, at Eastbourne, 
when the 7.45 p.m. car-sleeper express 
from Glasgow, consisting of 16 vehicles, 
three of which were sleeping cars and 10 
motor car and luggage vans, drawn by a 
standard Class “5” 4-6-0 engine, No.73042, 
failed to stop at the home signal and 
collided head-on with the 6.47 a.m. 
12-coach electric train, Ore to London 
Bridge. The latter train reverses at 
Eastbourne and was about to leave No. 4 
platform. Its leading coach was 
telescoped into the next, and both were 
forced into the air and turned on their 
sides on the platform, dislodging a signal 
gantry, which fell clear. This train was 
not heavily loaded, but the motorman 
and three passengers were killed and one 
fatally injured; 22 more required hospital 


moderate speeds obtaining. A thorough 
examination of the equipment showed 
everything to have been in order and left 
no doubt that the signals had been 
against the incoming train. 

The weather was stormy with heavy 
rain squalls at times. The accompanying 
diagram shows the lines, signals, etc., 
essential to an understanding of the case. 


Course of Events: Evidence 


After considering the damage sustained 
by the trains Colonel Reed took the 
opinions of the Carriage & Wagon 
Engineer and the then District Motive 
Power Superintendent. He found they 
matched his own and concluded that 
speed on collision had been about 
25 m.p.h. 

The station foreman, hearing the 
express approaching and realising a 
collision to be imminent, went at once 
to his office and called the police, leaving 
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heard no sound of the blocks bearing on 
the wheels as the train passed and was 
sure he would have had the brakes been 
fully applied. There was, he said, a slight 
drizzle then but rain had been heavy 
previously. 

The signalman, of special “A” class, 
aged 59, with four years at Easthoaail 
said he accepted the Glasgow train, 
after giving “ out of section” for the 
electric train when the latter cleared the 
overlap of the Crumbles intermediate 
signal. This signal he cleared again after 
the arrival of the electric train and 
replacement of the home signal to danger, 
After that train stopped in the platform 
he set the route for it to leave for London 
via 32 points normal and 10 and 15 
reversed and, receiving “line clear” 
from Hampden Park, cleared signals 36 
and 35. Noticing from the illuminated 
diagram that the Glasgow train had 
passed the home signal, which the 
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Diagram showing circumstances of accident at Eastbourne, British Railways, Southern Region, August 25, 1958 


treatment, but only five had to be 
detained. Damage to the passenger 
coaches of the colliding train was slight; 
one passenger received minor injuries. 


Emergency Aid 


There was a prompt response to 
emergency calls and the first ambulance 
arrived at 7.33, though there was some 
delay due to a misapprehension at a 
police station in calling the Fire Service. 
There was no fire but the trained efforts 
of firemen, with their lifting and cutting 
equipment, would have expedited the 
freeing of the injured; instructions 
sovering such matters have therefore 
since been amplified. The Eastbourne 
Transport Department and Post Office 
supported the other organisations with 
valuable service. The station had to be 
closed until 1.45 a.m. the following day, 
except for the evening sleeping car train 
to Glasgow, and emergency bus services 
were provided. 

Three-position block is in operation to 
and from Hampden Park, with compre- 
hensive controls which ensure all signal- 
ling operations, including the working 
of what are known as the Crumbles 
intermediate signals, being made in the 
correct order and proved in turn. A 
down train may be accepted to the home 
signal, provided with a route indicator, 
when, as in this case, an outgoing move- 
ment is signalled from No. 4 platform, 
as the overlap is adequate for the 


them in accordance with arrangements, 
to make the rescue emergency calls; he 
then continued with the necessary railway 
reporting and making of bus service 
arrangements. The guard of the electric 
train had just entered the rear brake 
compartment and described the collision, 
which jammed the door, as quite violent. 
During the run in, he said, clouds had 
been heavy but visibility good. 

A porter, who removed the tail lamp 
when the train arrived, was opposite 
the now leading coach when he heard the 
express approaching; he then saw it 
running hard towards the occupied 
platform while a motorman, who had 
joined the electric train as a passenger at 
Hampden Park and was standing by the 
sixth coach, noticed the express coming 
under the nearer of the two overbridges 
but, his view of it being end on, could 
not judge whether it was running excep- 
tionally fast or not. It had been raining 
moderately at Hampden Park and was 
still raining when the collision took place. 

A lengthman who also saw the train 
emerge from this bridge thought at once 
that it was travelling faster than normally ; 
he heard no whistle, while a carriage and 
wagon examiner in an office nearby, also 
thought the train to be running faster 
than the normal rate. Examining the 
brake pistons later he found all in the 
applied position and when the coaches 
were being removed released the vacuum, 
which he judged to have been good. He 


repeater had shown was at danger, he 
threw signal 36 back to danger and tried 
to attract the driver’s attention by show- 
ing a red flag; he gesticulated to the 
motorman of the waiting train and saw 
him crouch down. He did not see the 
steam engine driver, hear any whistle 
or sound of brakes being applied, as 
generally could be done from the box. 
The train came in very fast and the 
engine lurched as it passed through 15 
points. It was not raining hard then 
and visibility was good. 

The signalman at Hampden Park and 
Polegate gave evidence regarding 
exchange of block bell signals, passing 
times of trains and so on, and an area 
inspector testified as to the condition of 
the block indications, position of signal 
levers, etc., and relevant matters. 

The driver of the express, aged 63, in 
railway service since 1919, had _ been 
passed for driving duties in 1945 and 
appointed driver in 1946. He had not 
travelled over the Lewes-Eastbourne 
portion of the route since April, but was 
thoroughly familiar with it and knew the 
signals; he made a refresher trip two 
days before the previous occasion of 
driving a train over it; he had not been 
along it for the previous 16 months. 
Such trips are well established procedure. 
He certified to his knowledge of the 
route on May 2, 1958. 

He said he appreciated that they left 
Polegate ahead of time; the stormy 
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weather had not affected their running. 
The cab front glass, however, was 
obscured by dirt and smoke; he had to 
put his head out of the side window, 
fitted with a wind screen, to see the 
signals. They again met heavy rain but 
he observed the Eastbourne distant 
signal to be “on * when running at 
49-50 m.p.h. He braked slightly to reduce 
to 20. He was standing with his head out 
of the window to see better in the heavy 
rain and remembered passing under the 
bridge by the home signal and traversing 
No. 15 crossover. He then saw the 
obstruction and applied all his brakes 
but did not see the signalman’s flag. He 
said he was not travelling more than 
10 m.p.h. but agreed the damage was 
not consistent with this estimate. He 
admitted the engine was rolling through 
the crossover and assessed his speed 
there as the permitted limit, 15 m.p.h. 

Until questioned about it, he did not 
mention seeing the home signal. He then 
said he thought he had seen it to be 
“ off.’ His evidence was not clear but 
his explanation appeared to be that he 
was straining his eyes in the heavy rain 
and bad visibility to see this signal, which 
has a sky background but only came into 
view from his side at about 128 yd.— 
about 330 on the fireman’s—and that 
he must have blinked and imagined the 
signal was “* off.” After the accident he 
realised he must have made a mistake. 

As it was clear that speed had been 
much too high, Colonel Reed questioned 
the driver about his health, eyesight, 
state of mind, arrangements with the 
fireman for looking for signals, etc., to 
find out any possible cause for his 
failure to control his train as it 
approached and passed the home signal, 
but without success. The driver did not 
complain of worries, and said he 
did not suffer from absent-mindedness 
or lack of concentration; he was well 
rested and fresh when he took up duty. 
He had not worked recently with this 
fireman but knew him to be a good 
worker; he gave him no _ instructions 
about looking for signals. Even in such 
difficult weather he had not told him to 
look for the home signal, seen so much 
sooner from that side. He could not 
account for his excessive speed, much 
higher than is proper even with clear 
signals, nor would he admit it to have 
been high. He did not take his eyes off 
the road to look at the speedometer; this 
was not his practice when approaching 
signals. 

Fireman’s Evidence 

The fireman, aged 29, five years in that 
position, had not worked with this driver 
for about a year. He attended improve- 
ment classes and hoped to be passed as 
driver in about two years. He did not 
know this route beyond Three Bridges, 
although he had been on it before, and 
did not look for signals beyond there. 
Asked how he expected to increase his 
knowledge unless he did so, he said the 
drivers pointed out signals to firemen, 
but there was no time to learn on such a 
journey with a heavy train travelling at 
Speed. 

_The driver did not point cut any 
signals or ask him to look for any. He 
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did not volunteer to do so at the approach 
to Eastbourne, although he knew it to 
be on a right-hand curve. He felt it 
would be presumptuous and was adjust- 
ing an injector at the time. He could not 
recollect the overbridges or any lurching. 
It was pointed out to him that if he had 
looked ahead as he should have done he 
could have seen the standing train at 
200 to 300 yd. He insisted that he 
could not have seen more than a short 
distance because of the rain; he had been 
fully occupied and had not looked until 
immediately before the collision. He 
had not spoken to the driver after 
Polegate, nor did the driver speak to him 
after the accident. 

Colonel Reed told him he could not 
believe that he had taken so little interest 
in the route and that it was unnatural 
for a fireman of his experience not to 
have noticed more than he said, but the 
fireman would give no more information 
about what had taken place on the engine. 

The guard, aged 38, 10 years in that 
position, had not had charge of this 
train before, but knew it to be customary 
to travel close to the sleeping cars, as 
there was no attendant; he was therefore 
in the leading vehicle. He accepted the 
word of the guard whom he relieved in 
London that the brake was satisfactory, 
but made a test from the front after 
engines were changed; his gauge showed 
21 in. of vacuum. He had to put his 
head out to see signals. The side glasses 
had become very dirty. He confirmed 
that the Eastbourne distant signal was 
‘** on,” but said he failed to see the home 
as the torrential rain would have blinded 
him had he looked out. The signal was 
easily seen under normal conditions. 
He considered the train to be travelling 
too fast and saw the gauge indicating 
15in. and vacuum dropping, so he 
waited for the train to run, as he expected, 
into No. 3 platform. Suddenly he 
realised it was heading to No. 4, which 
he saw was occupied, but did not apply 
the brake as vacuum had been destroyed. 

Tests showed the brake to have been in 
good order. Colonel Reed found the 
home signal to have a good sky back- 
ground with no object near to distract 
attention from it. The bridge was an 
obvious landmark and there was little 
vehicular traffic which might interfere 
with the background. Several test runs 
showed that there was ample braking 
distance and that. speed on a normal 
approach was 15 m.p.h. at the crossover 
and not above 10 at the signalbox. 
Emergency braking with such a train 
was shown to give stopping distances of 
80, 110, 152 and 210 yd, at 15, 20, 25 and 
30 m.p.h. respectively, with about 4 sec. 
propagation time: throughout it. 


Inspecting Officer’s Conclusions 


Colonel Reed finds it difficult to accept 
the train crew’s evidence about the rain; 
other evidence showed clearly that it 
had eased at the time. He is satisfied 
that speed on collision probably was 
about 25 m.p.h. and considers the crew 
to have been untruthful on this matter. 
Deductions showed that speed at No. 15 
crossover may have been about 30 m.p.h., 
confirmed by the evidence of lurching, 
and at the home signal, 360 yd. in rear, 
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35 or even higher. Nevertheless speed 
was not so high that the train could not 
have been stopped clear of the buffers 
in an unoccupied line. There is abundant 
circumstantial evidence that the home 
signal was properly at danger. The 
driver who saw the adverse distant, said 
he was looking keenly for it but had to 
blink his eyes from time to time in the 
heavy rain; it would have been in his view 
for 6 to 8 sec. and if he closed his eyes it 
may have been for longer than he thought. 
He may then have assumed the signal 
to have been “ off.” Before a terminus, 
where speed always should be moderate, 
shortness of view is not a_ potential 
source of danger with an alert driver. 
This one did not say he could not see 
the signal, but that the rain caused him 
to misread it. 

Colonel Reed considers he could not 
have been alert or he would not have 
travelled so fast approaching East- 
bourne. He should have made a much 
stronger brake application even if con- 
vinced the signals were “* off” and must 
accept full responsibility for the accident. 
At a loss to account for this failure to 
control the train and the driver’s assump- 
tion about the signal Colonel Reed does. 
not disbelieve that he put his head out 
and had been staring ahead to see signals. 

His effort of concentration in poor 
weather may have become merged into a 
state of passivity as he passed the home 
signal and over the crossover, to be 
galvanised into action on _ suddenly 
seeing the electric train, or his knowledge 
of the route may have been less than he 
said, although it is difficult to understand 
how he could have become lost with such 
distinctive landmarks as the two bridges. 
He willingly agreed to undergo a strict 
medical examination and was considered 
fit for his age, with normal reaction time 
and not absent-minded. 


Unsatisfactory Witnesses 


Colonel Reed received no assistance 
from the fireman in ascertaining what 
happened on the footplate. It was 
unnatural in a man of his experience, 
hoping for promotion, to take so little 
interest in the control of the train. If 
true, his statements reflect no credit on 
his ability; if he was withholding informa- 
tion out of mistaken loyalty to the 
driver, this has not helped towards under- 
standing the latter’s serious mistake, 
something which might have helped him 
and would certainly have helped a more 
general study of the causes of signals 
being overrun. 

The guard’s evidence seems to have 
been framed to excuse his failure to look 
for the home signal and take action as 
the train ran in at an excessive speed. 
His excuse about the heavy rain is not 
accepted; he could have looked out on 
the sheltered side and his statement 
about loss of vacuum is not in accordance 
with other evidence and is not believed. 
He failed in his duty in two respects but 
is not blamed too greatly for not having 
applied the brake. Some guards are in a 
difficult position in a matter involving 
keen judgment. 

It was suggested that detonators might 
have prevented the accident or recuced 
its severity. Detonator machines, if 
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provided, would have been close to the 
signalbox and made no difference in this 
case but it is the policy to provide them 
in new modernisation schemes. 

Accidents arising from overrunning 
signals have attracted much attention in 
recent years. As mentioned in Brigadier 
C. A. Langley’s Annual Report for 1957, 
the British Transport Commission has 
arranged to make a special investigation, 
aided by scientific experts. The Trade 
Unions have promised full co-operation. 

(The driver was tried at Lewes on a 
charge of manslaughter on December 11. 
1958, and acquitted.) 


British Railways Electrification 
Progress 


The Chairman of the British Transport 
Commission, Sir Brian Robertson, said on 
April 17, that peak-hour traffic was causing 
him great concern. Proposing the principal 
toast at the annual dinner of the Association 
of Supervising Electrical Engineers at 
Grosvenor House, London, he pointed out 
the high cost of peak-hour services. Although 
British Railways passenger trains were full, 
sometimes to overcrowding, during the peak 
hours, these trains were under-used for the 
rest of the day. It was this, basically, which 
made these services costly to provide. If 
the service were electrified and on top of 
everything they had to pay a peak kW.-hr. 
price for their current, then ‘* we get hit as it 
were twice.” 

‘“Four years ago,” Sir Brian Robertson 
added, *“* 1 was able to announce the Com- 
mission plans for modernisation and _ re- 
equipment of British Railways. It was made 
clear in that plan that electrification was to 
be the dominant feature of traction arrange- 
ments in the future. 

‘Since then work has been going ahead 
with all urgency. In the main we are achieving 
our initial targets. This year will see not only 
the completion of the first phase of the 
Southern Region Coast Scheme using the 
third-rail system but also the introduction of 
a new a.c. system on the Eastern and London 
Midland Regions. Several other suburban 
electrification schemes will come into opera- 
tion during the following two years. From 
a technical point of view my impression is 
that things are going along well. 


At Bristol Marsh Junction Diesel Depot, showing (left to right): Driver F. 


oe y, Secretary, L.D.C.; Fitter W. Eales, Workshop Representative; Mr. 





Davies, Diesel Mechanical Foreman; Sir Brian Robertson; Mr. H. 
E. A, White, Running and Maintenance Officer 


THE RAILWAY GAZETTE 


“ The various electrification projects have 
been planned to take advantage to the full 
of the combined capacity of private enterprise 
and of the railways themselves. We have 
been given generous co-operation by all 
parts of the industry, by consulting engineers 
and by members of your Association. 

Progress Not Fast Enough 

** And yet I am not satisfied. The trouble 
is that time is just not on our side and the 
rate of progress forecast for the larger 
electrification schemes is not fast enough. 
We have already made up our minds that the 
electrification of the London—Manchester/ 
Liverpool line must be speeded up by 
several years. It is not an easy thing to do. 
I have had people say to me ‘ Why do you 
not hand over this job or a part of it to 
private enterprise and tell them to get on 
with it?” Now that would be a very good 
idea if we could stop all the trains running 
while the firm did the job. Unfortunately 
that is precisely what we cannot do.” 

An electrification project, moreover, was 
not just an electrification project. It inevit- 
ably involved much civil engineering and also 
in most cases a complete reconstruction of 
the signalling and telecommunications 
system. 


Sir Brian Robertson Visits 
Bristol and South Wales 


The Chairman of the British Transport 
Commission, Sir Brian Robertson, accom- 
panied by Mr. T. H. Hollingsworth, Traffic 
Adviser, with Mr. R. F. Hanks, Chairman 
of the Western Area Board, Mr. J. R. 
Hammond, General Manager, British Rail- 
ways, Western Region, and Regional Officers, 
visited Bristol and South Wales on April 6 
and 7. 

At Bristol an inspection was made of the 
new Marsh Junction diesel depot, the 
Transom House offices of the Divisional 
Traffic Manager, Bristol, and the new staff 
Association Institute. By courtesy of Mr. 
F. D. Arney, General Manager of the Port 
of Bristol Authority, a visit was paid to 
Avonmouth Docks. 

In South Wales a tour was made of the 
fully mechanised hump marshalling yard 
under construction at Margam, including 
the new control tower and the amenities 
block. At Cardiff two new multiple-unit 
diesel depots were inspected, the one at 
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Canton formed by adapting part of the 
carriage shed and the other at Cathays by 
conversion of the existing steam locomotive 
running and maintenance shed. 

Sir Brian Robertson also inspected the 
recent improvements at Cardiff General 
Station, including the modernised booking 
office with mechanised ticket issuing facilities 
the new enquiry office and the refreshment 
rooms recently modernised by British 
Transport Hotels & Catering Services. 





Intercommunication in B.R, 
Multiple-Unit Trains 


British Railways are to provide tele. 
phonic communication between the guard’s 
and driver’s compartments of electric and 
diesel multiple-unit trains to enable train 
crews to pass messages and carry out test 
procedures in clear speech. Telephones 
are already fitted to some multiple-unit elec. 
tric trains, and other diesel and electric 
units have bell or buzzer communications, 
The telephones will help drivers and guards 
to carry out brake tests before beginning 
their journeys, and in their carrying out of 
the various rules, particularly on services 
where drivers or motormen are unaccom- 
panied by a _ second man. Telephonic 
communication between the two ends of a 
train would also be an advantage in an 
emergency. 

A telephone system between the guard's 
and driver’s compartments is to be provided 
in all new electric and diesel multiple-unit 
trains, and also fitted in existing stock. 
The first of the existing trains to be equipped 
will be those which have at present no 
means of communication between guard and 
driver, to be followed by trains which are 
already fitted with a bell or buzzer system. 
The telephone link will be maintained when 
two or more multiple-unit sets are coupled 
together, to form longer trains, through the 
normal jumper connection between the units, 
and will be fed from the train lighting 
batteries. 

There ar2 2,378 electric and diesel multiple- 
unit train sets in service on British Railways 
which are without telephonic communication 
between guard and driver, and 1,867 of these 
units are to be fitted. The remaining 51l 
are older types which it would be unecon- 
omic to equip. The number of units to be 
fitted is 1,867. 






At Cardiff General Enquiry Office, showing (left to 
right): Sir Brian Robertson; Mrs. C. L. Lewis, 
Supervisor; Mr. H. S. Jenkins, Divisional Com 
mercial Officer; Mr. C. H. Swancutt, Stationmaste 
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Parliamentary Notes 
Running Sheds now under Factories Acts 


On the Report Stage of the Factories Bill 
in the House of Commons on April 14, 
Mr. Iain Macleod, Minister of Labour, 
submitted a new clause designed to bring 
railway running sheds (335 premises in all) 
within the scope of the Factories Acts. 

At present those sheds are excluded from 
the Factories Acts, and what it was now 
proposed to do was to modify that exclusion 
by providing that premises where running 
repairs to locomotives are carried out shall 
be factories. This will still leave out outside 
the scope of the Act places such as sidings, 
where locomotives are simply cleaned or 
undergoing minor adjustments, but not 
repairs. The new clause, the Minister said, 
raised new points of policy not envisaged 
when the Bill was originally drafted. He 
would have to discuss those with the Minister 
of Transport & Civil Aviation, Mr. Harold 
Watkinson. 

Mr. David Jones said railwaymen would 
not be content with statutory powers for 
safety, health and welfare provisions applic- 
able only to a locomotive running shed. 
This was the beginning of a demand for the 
inclusion at the earliest opportunity of all 
railway installations within the scope of the 
Factories Acts. 

Mr. Macleod stated that while the 
Opposition welcomed the new clause as an 
important advance, they would like the 
whole Gowers, and nothing but the Gowers 
Report. Such a cogent case was put in 
Committee for the proposals embodied in 
the new clause that he discussed the matter 
immediately with the Minister of Transport 
and accepted the principle. The clause gave 
what its side-heading “ Railway Running 
Sheds ” stated it to give. It was necessary to 
look not only at the new clause, but at 
Section 151 of the Factories Act, 1937, which 
defined a factory, and explained that there 
should be excluded from the definition of a 
factory places used for the purpose of 
housing locomotives or vehicles where only 
cleaning, washing, running repairs or minor 
adjustments are carried out within the 
purview of the Factories Acts. 


Financial Position of Railways 

Mr. Ernest Davies (Enfield E.—Lab.) in 
the continued debate on April 13 on the 
Budget proposals and the economic situation, 
welcomed the Chancellor’s decision that the 
responsibility for providing capital funds for 
the nationalised industries was to remain 
with the Treasury for at least another year. 
Mr. Davies added that the circumstances 
which had led the Prime Minister, Mr. 
Harold Macmillan, when Chancellor of the 
Exchequer, to change the procedure in 1956 
still remained. He could not understand why 
this system could not now be made permanent. 

He was glad that the Chancellor of the 
Exchequer, Mr. D. Heathcoat Amory, had 
Not given in to the pressure of some of his 
back benchers for the nationalised industries 
to resort to the money market without a 


Treasury guarantee. The total amount of 


capital investment assigned to the B.T.C. 
was given in the Economic Survey as £211 
million, of which £178 million was for the 
railways. They had not yet been told the 
extent to which there was to be financing by 
the Treasury and self-financing by the 
Commission. 

He pointed out that in an earlier speech 
the Member for Blackheath N., Sir Toby 
Low, had advocated an increase in the self- 
financing of the nationalised industries, and 
Suggested that if the industries increased their 
efficiency that would be possible. If it was 
desired that there should be more self- 
financing of nationalised industries, Mr. 
Davies continued, it was essential that they 


THE RAILWAY GAZETTE 


should be permitted to put up their charges. 
He was not suggesting that that was neces- 
sarily desirable, but they could not increase 
the money they put aside for their own 
capital investment unless their surpluses 
increased. 


Increased Investment Programmes 


The Government was now allowing the 
capital investment programmes to be in- 
creased so that they could contribute to the 
expansion of the economy, which it was now 
the policy of the Government to seek. In 
his Budget speech, the Chancellor had said 
he would reduce by only £6 million the sum 
allocated for financing the B.T.C. deficit 
during the current year. That was a serious 
statement which he did not expound. The 
deficit financing last year cost the Treasury 
£94 million, which presumably meant a 
deficit of about £90 million with about 
£4 million accrued interest, and the amount 
allocated below the line was £88 million, 
which again included deferred interest. 

It was reasonable te expect that the 
Chancellor had estimated a deficit of about 
£85 million on British Railways, Mr. Davies 
commented. If that was so, he was looking 
forward to a substantial increase in produc- 
tion and an increase in traffics on British 
Railways. 

Whichever way one looked at the position of 
the Commission today, whether at the 
revenue side or at the capital position, the 
position was frightening. The responsibility 
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for the position of the Commission rested 
on the Government economic policy, and 
also on the policies pursued towards the 
nationalised transport industry. 


Questions in Parliament 
Purchase and Design of Railway Wagons 


Commander H. Pursey (Kingston-upon- 
Hull—Lab.) asked the Minister of Transport 
& Civil Aviation on April 14, if he would give 
a general direction to the B.T.C. not to buy 
any more railway wagons which fitted with a 
Continental screw coupling, as 135 had been 
standing in sidings off the Hull to Barnsley 
line for more than 12 months. 

Mr. Roy Mason (Barnsley—Lab.) also 
asked the Minister to give a general direction 
to the Commission not to purchase wagons 
unsuitably designed for immediate use, in 
view of the many new wagons standing idle, 
deteriorating, and in need of many modifica- 
tions before they would be put to productive 
use. 

Mr. Harold Watkinson, in a_ written 
answer: The design and purchase of wagons 
are matters of day to day management for 
which the Commission is responsible and | 
do not think I should issue any direction. 
The Commission informs me that it is at 
present negotiating with traders on the 
future use of the very small number of 
mineral wagons at present not in service. 


Contracts and Tenders 


Diesel-hydraulic Locomotives for Bulgarian State Railways 


Maschinenbau A.G., Kiel (MaK), has 
received from the Bulgarian State Railways 
an order for 25 diesel-hydraulic locomotives 
of C-C wheel arrangement and 2,200 b.h.p. 
to be equipped with Maybach oil engines 
and Voith transmission. 

Leyland Motors Limited has received an 
order from British Road Services for 68 
Leyland Comet-tractors for use with semi- 
trailers, and 107 haulage models which are to 
be built by Albion Motors Limited. 49 of 
these are extra-long wheelbase Victor models 
and 58 are Chieftain models. 

The London Transport Executive has 
placed a contract with Matthew T. Shaw & 
Co. Ltd., London, E.14, for alterations and 
additions to steelwork in connection with the 
reorganisation of Chiswick Works and con- 
sequent rebuilding work (Stages 4-7 inclusive). 
The work is scheduled for completion by the 
end of February, 1960. 

British Railways, Eastern Region has 
placed the following contracts :— 

Haymills (Contractors) Limited: exten- 
sions and alterations to feeder station at 
Bethnal Green 

Wellerman Bros. Ltd.: renewal of part 
of timber walling on River Lea, between 
Canning Town and Bow Creek 

Thomas Fletcher & Co. Ltd.: remedial 
works in connection with 23 filled-in 
arches of Bridge No. 155, between Wood- 
house and Waleswood 

Spanner Boilers Limited: supply, deliv- 
ery, and installation of three 10,000 Ib. per 
hr. horizontal oil-fired boilers for Strat- 
ford Locomotive & Carriage Works. 
British Railways, North Eastern Region, 

has placed the following contracts :— 

Acrow (Engineers) Limited: one 30-cwt. 
overhead travelling crane, Simonside Wheel 
Shop 


S. H. Heywood & Co. Ltd.: additional 
work for electrical installation, Middles- 
brough Marshalling Yard 

Clough, Smith & Co. Ltd.: electrical 
installation, Stockton Goods Depot 

Jas. Scott & Co. (Electrical Engineers) 
Ltd.: electrical installation in No. 11 
warehouse, Simonside Wagon Works 

Albert Innes Limited: electrical instal- 
lation, Stanningley District Engineer’s 
Workshops 

Ridgehouse Limited: supply and erection 
of steel work, Simonside Wheel Lathe Shop 

South Durham Steel & Iron Co. Ltd.: 
supply of steelwork, Bridge No. 21, Alne. 
British Railways, Scottish Region, has 

placed the following contracts :— 

T. Boland & Co. Ltd.: construction of 
new signalbox, Kinneil Colliery, Bo’ness 

Coventry Climax Engines Limited: 
provision of three fork lift trucks, Barassie 
Works 

James Laidlaw & Sons Ltd.: construc- 
tion of outer wall, internal walls, parti- 
tions and finishings, new power-operated 
signalbox, Hyndland 

James Crawford & Sons Ltd.: construc- 
tion of wall cladding, internal partitions, 
finishings, new power-operated  signal- 
box, Dumbarton 

James Miller & Partners Ltd.: renewal 
of superstructure, Charlotte Street over- 
bridge, between Craigendoran & Helens- 
burgh Central. 

The Special Register Information Service, 
Export Services Branch, Board of Trade, 
has received calls for tenders as follow:— 

From Australia: 

Item No. 1. 630 axleboxes, complete 
with roller bearings, liners, and covers, 
13,500 Ib. capacity, and as specified 

Item No. 2. 90 axleboxes, complete 
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with roller bearings, liners, and covers, 

13,500 lb. capacity, with trip valve bracket 

support and with cover modified for speed 

indicator drive, and as specified 
Item No. 3. 480 axleboxes, complete 
with roller bearings, liners, and covers, 

11,000 lb. capacity, and as specified 

Item No. 4. 480 axleboxes, complete 
with roller bearings, liners, and covers, 

11,000 lb. capacity, with provision for 

earthing brush gear, and as specified. 

The issuing authority to which bids 
should be sent, and contract No. are The 
Secretary, Victorian Railways, Melbourne, 
C.1., (61 409). The closing date is May 20, 
1959. A copy of the tender documents is 
available for loan to United Kingdom firms 
in order of receipt of applications. The 
Board of Trade reference is ESB/9259/59. 


From Korea: 


100,000 hardwood sleepers, treated or 
untreated, 7 in. x Yin. x 8 ft. 

The issuing authority and address to which 
bids should be sent is the Office of Supply, 
Government of the Republic of Korea, 
Seoul, Korea. The tender No. is 461-M. 
This purchase will be financed by the Inter- 
national Co-operation Administration 
{1.C.A.), the agency through which the 
United States Government gives economic 
and technical assistance to other countries. 
The closing date is May 7, 1959. The Board 
of Trade reference is ESB/8756/59/1.C.A. 


From Pakistan : 


3,950 rolling rings (rubber) for 24 in. 
cylinder, to I.R.S. drawing No. VB-79, 
alt. 3, to P.R.S. specification No. R-3-49 

144,000 coupling washers, 2 in. (rubber), 
to I.R.S. drawing No. VB-405, alt. nil, 
to P.R.S. specification No. R-3-49 

35,230 hose pipes (rubber, 27 in. < 2 in., 
to N.W.R. drawing No. VG-251, alt. nil, 
to P.R.S. specification No. R-3-49 

1,530 hose pipes (rubber), 22 in. x 2 in., 
to I.R.S. drawing No. VB-505, alt. 2, 
to P.R.S. specification No. R-3-49 

13,080 hose pies, syphon (rubber), 
24 in. 3 in. x 2 in., to I.R.S. drawing 
No. VB-506, alt. 2, to P.R.S. specification 
No. R-3-49. 

The issuing authority and address to which 
bids should be sent is the Chief Controller 
of Stores, North Western Railway, Lahore. 
The tender No. is 210-S/14/R-P11 (PIC)/59. 
The closing date is April 30, 1959. Local 
representation is essential. The Board of 
Trade reference is ESB/8898/59. 


From Portuguese East Africa: 


20 items of spares for locomotives, 
consisting of smoke flues and tubes, and 
tyres. 

The Issuing Authority and contract No. 
are The Ports, Railways & Transport Depart- 
ment, Lourenco Marques (102/59). The 
closing date is June 29, 1959. Drawings and 
specifications are obtainable from the Rail- 
way Warehouse at Lourengo Marques 
through the local agents of United Kingdom 
firms interested. A copy of the tender 
announcement (in Portuguese) without draw- 
ings is available for loan to United Kingdom 
firms in order of receipt of applications. 
An additional copy is available for immedi- 
ate loan. Local representation is essential. 
The Board of Trade reference is ESB/8930/59. 
A provisional deposit of Esc: 75,000 must be 
made by tenderers, 

Further details regarding the above 
tenders, together with photo-copies of tender 
documents, can be obtained from the Branch 
(Lacon House, Theobalds Road, W.C.1). 
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The Special Register Information Service, 
Export Services Branch, Board of Trade, 
states that a copy of the specification has 
now been received for the tender for 500 
rolled-steel tyres for Sudan, reported in our 
last week’s issue. It is available on loan to 
U.K. firms in order of receipt of applications. 


Notes and News 
Locomotives of British Railways, Great 
Western Group.—The publishers of the book, 
‘**Locomotives of British Railways, Great 
Western Group,” referred to on page 97 
of our January 23 issue, are Andrew Dakers 
Limited, and not Andrew Baker Limited, 
as stated in error. 


Switchgear & Cowans Limited.—Mr. J. L. 
Rowbotham, the Chairman of Switchgear & 
Cowans Limited, has stated that the order 
book position is very satisfactory but the 
capacity of present factories for increased 
production is nearing its limit. Existing 
funds. are sufficient for the development of 
the new factory site at Broadheath, Cheshire, 
which is likely to have to begin this year. 


Extension to Mullard Research Laboratories. 
—Two new laboratory blocks are being 
built next to the existing research labora- 
tories of Mullard Limited at Salfords, Red- 
hill, Surrey. An extra 45,000 sq. ft. of floor 
space will house the electronics, telecom- 
munications, transistor applications, and 
television laboratories and it will improve 
the facilities for the valve, semiconductor, 
and materials research activities. 


Railway Display at Clacton.—To mark the 
opening of the electrified line from Colchester 
to Clacton-on-Sea and Walton-on-Naze, 
a display was arranged by British Railways, 
Eastern Region, in the town hall at Clacton 
on April 13-17. In four panels the display 
showed the progress of modernisation in the 
Region. The two centre panels bore photo- 
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graphs showing aspects of the electrificg. 
tion with text summarising the work involved 
The other panels depicted major improyg. 
ment works elsewhere in the Region. 
display was executed by Costa (Contracts) 
to the design of the Public Relations % 
Publicity Officer, Eastern Region. 


Southern Region ‘‘ Man of Kent ”’ Derailed.— 
About 120 passengers escaped injury when 
four wheels of the leading coach of the 
1.8 p.m. British Railways Southern Region 
“Man of Kent,” express from Charing 
Cross to Folkestone were derailed on April 
16. The train was brought to a standstil] 
near Marden, Kent, and the passengers were 
taken by bus to Headcorn, where a special 
train was waiting. A long stretch of track on 
the down line was damaged, and main line 
trains were diverted. 


Festiniog Railway Progress.—For its annual 
general meeting at Portmadoc on April 18, 
a special train was run for the Festiniog 
Railway Society by the Western Region of 
British Railways. It was hauled from 
Paddington to Ruabon by “ Castle” class 
4-6-0 locomotive No. 5069, which bears the 
name of Jsambard Kingdom Brunel, the 
centenary of whose death is being com- 
memorated this year. On arrival at Minffordd 
members and guests joined narrow-gauge 
Festiniog Railway trains, hauled by the 
double-Fairlie locomotive Taliesin and the 
0-4-0 saddle-tank Prince, and travelled to 
Tan-y-Bwich, the present eastern terminus. 
Extension throughout to Blaenau Festiniog 
depends on the progress of the Central 
Electricity Generating Board pumped storage 
scheme above Ddualt. Meanwhile, a policy 
of consolidation is being followed by the 
Festiniog Railway. A second double-Fairlie 
locomotive, Merddin Emrys, and a former 
Welsh Highland Railway bogie coach have 
been undergoing repairs at Boston Lodge 
Works so as to improve the motive power and 
rolling stock position. The operating mile- 
age was more than doubled for the 1958 


New Cargo Vessel for Southern Region 


British Railways, Southern Region, my. “ Elk”, launched by Lady Warter, 
wife of Sir Philip Warter, Chairman, Southern Area Board, on April \3 
(see our April 17 issue) 
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season, and passenger journeys increased 
from some 54,000 to over 60,000. A loss 
of £700 on working in 1957 was turned into 
net receipts of £200. 


London Midland Region (London) Orchestral 
Society: Thirty-seventh Season.—A concert is 
being given by the London Midland Region 
(London) Orchestral Society, at the St. 
Pancras Town Hall, Euston Road, N.W.1, 
on April 29, at 6. 45 p.m. 


Ransome & Marles Bearing Co. Ltd.—The 
London office of Ransome & Marles Bearing 
Co. Ltd., has been moved from Victoria 
Street, to larger premises in Brixton Road. 
The new address is Cranmer House, 39, 
Brixton Road, S.W.9, telephone Rel. 6771, 
and telex. 25237. 


British Transport Commission Historical 
Relics—The administrative offices and the 
store of the British Transport Commission 
Curator of Historical Records, will be moved 
on and from April 27 to Triangle Place, 
Clapham, London, S.W.4, telephone Mac. 
3241. The new premises are less than 
five minutes’ walk from Clapham Common 
Underground Station and they are well 
served by a number of ’bus routes 


Associated Electrical Industries Limited.— 
The Viscount Chandos, Chairman of Asso- 
ciated Electrical Industries Limited, has 
referred to the very healthy condition of the 
order book for traction equipment. Profits 
on trading for 1958 were £11,069,000 before 
taxation, compared with £9,988,000 for 
1957. The directors recommended a final 
dividend of 74 per cent, making a total dis- 
tribution of 15 per cent, the same as for 1957. 


B.LC.C. Group Exhibits at British Trade Fair, 
Lisbon.—British Insulated Callender’s Cables 
Limited and British Insulated Callender’s 
Construction Co. Ltd., are exhibiting at the 
British Trade Fair at Lisbon on May 19- 
June 14, 1959. The exhibits include oil- 
filled cables, impregnated-pressure, solid- 
type power, ductless shaped-conductor oil- 
filled, and mineral-insulated cables, and a 
275 kV. transmission tower model. Pic- 
torial displays will include main-line railway 
electrification in Great Britain for which the 
frm is providing the equipment, and a 
Callender-Hamilton bridge in Iran. 


Taxation of Passenger Road Transport 
Industry.— The Council of the Public Trans- 
port Association has adopted a resolution, 
a copy of which has been transmitted to the 
Chancellor of the Exchequer and the Min- 
istty of Transport & Civil Aviation. The 
resolution, referring to the Budget, regrets 
that the Government have not taken the 
opportunity to remove the tax on fuel oil 
used in public service vehicles. Whilst 
welcoming the small alleviation resulting 
from the reduction of excise duty licences, 
it regrets that by relating that reduction to 
the problem of rural services the Government 
has given the impression that the making of 
such a reduction is a solution to that problem. 


Radio Parcels Vans in Southern Region.—As 
an experiment designed to speed up parcels 
traffic British Railways, Southern Region, is 
to equip parcels collection and delivery vans 
working over an area of 30 sq. miles bordered 
by Putney, Kingston, Twickenham, 
Hounslow, Kew, and Barnes, with radio 
equipment. Nine vans will be fitted with 
driver-operated Pye two-way radio. They 
will be controlled from an information room 
at Richmond Station. The last-named has 
been chosen because reception conditions are 
Suitable there. People with parcels for 
collection are to be encouraged to telephone 
the station, which will enable vans to be 
diverted and a day to be saved in collection 
time. The scheme will start in about two 
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months, and if successful it may be extended 
to cover many other districts of the Southern 
Region. 


G. D. Peters & Co. Ltd.—The final dividend 
of G. D. Peters & Co. Ltd. is 74 per cent 
making 10 per cent for 1958 (74 per cent 
equivalent). Net profit is £101,698 (£124,988) 
after tax of £117,585 (£128,000). 


Battery Companies Merger.—The trading 
activities of The Alton Battery Co. Ltd. 
have been taken over by Pritchett & Gold 
& E.P.S. Co. Ltd., Dagenite Works, Dagen- 
ham Dock, Essex, which has been manufac- 
turing on behalf of The Alton Battery Co. 
Ltd. since early 1958. 


Morgan Crucible Co. Ltd.—At the Foundry 
Exhibition, to be held at Bingley Hall, 
Birmingham, on May 21-30, the Morgan 
Crucible Co. Ltd. will show two crucible 
furnaces, a miniature furnace with industrial- 
type fan, and a range of Suprex crucibles. 
neg performance is claimed for the 

Mark II Birlec Morgan Electric Diecasting 
Furnace which can handle a_ throughput 
at 720deg. C. of about 125 Ib. of aluminium 
an hour. The oil-fired Morgan Basin 
Tilter gives lip pouring and a high melting 
rate. 


Honour for British Transport Advertising 
Publication.—Transad News, the monthly 
magazine issued by British Transport Adver- 
tising, has been placed top of its class in the 
1959 National House Journal Competition, 
with an Award of Excellence in the section 
for publications primarily intended for 
external readership. 


Pleasure Craft on British Waterways.— 
A display of pleasure craft and inspection 
craft, staged this week, April 20-25, at 
** Little Venice,’ Paddington Canal Junction, 
London, is the first of i's kind promoted by 
British Waterways. During the past few 
years that undertaking has built up a small 
fleet of pleasure vessels, day cruisers and 
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hire-cruisers. The display shows the types 
of craft being operated, and demonstrates 
the scope of British Waterways’ pleasure- 
cruising activities. The narrow-canal craft 
exhibited are typical of those available, in 
all parts of the country, where locks and 
bridges restrict the beam to 7 ft. At the 
opening of the display, Sir Reginald Kerr, 
General Manager, British Waterways, spoke 
of the increasing demand for cruising through 
the peaceful surroundings of England, and 
explained how British Waterways were 
doing everything possible to meet the 
requirements. 


Simmonds Aerocessories Limited Belgian 
Subsidiary.—Simmonds Aerocessories Limi- 
ted, a member of the Firth Cleveland Group, 
has formed a subsidiary, Simmonds Aero- 
cessories (Belgium) S.A. The new Company 
has offices at 25 rue Faider, Brussels. The 
Manager is Mr. George Harms, and the 
company will handle Simmonds self-locking 
nuts, spire speed nuts, and the products of 
Firth Cleveland Instruments Limited. 


Diesel Trains Attract More Traffic.—January 
figures for passengers carried by diesel 
trains on British Railways, London Midland 
Region, show that more business is being 
attracted. In West Cumberland the number 
of passengers a month was about 42,000 
(an increase of 1,000 compared with the 
same period in 1957); in the Liverpool, 
St. Helens, Wigan area, 64,000 (38,000) ; 
in the Liverpool, Warrington, Gateacre 
area, 120,000 (29,000) ; Watford-St. Albans, 
29,000 (7,000) ; Manchester, Buxton, Mac- 
clesfield, and Stoke, 169,000 (27,000) ; Crewe, 
Stoke, and Derby, 62,000 (8,000) ; Man- 
chester, Oldham, Rochdale, 114,000 (52,000) ; 
Birmingham area, 373,000 (31,000) ; Derby, 
Nottingham, and Leicester, 229,000 (41 ,000). 


Diesel Engineers’ & Users’ Association Lun- 
cheon.—The annual luncheon of the Diesel 
Engineers’ & Users’ Association was held at 
the entaiaeantien Rooms, London, on April 16. 


Coat Ceili Electrification 


Sir Reginald Wilson, Chairman, Eastern Area Board, B.T.C., declaring at Colchester 


North Station the electrification open. 


On the left is Mr. H. C. Johnson, General 


Manager, Eastern Region (see our April 17 issue). 
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The President, Mr. D. S. Dodsley Williams, 
A.M.I.Mech.E., proposed the toast of the 
guests who included the Presidents of four 
other institutions: the Institute of Trans- 
port, the Institution of Mechanical Engineers, 
the Institution of Locomotive Engineers and 
the coarelagag + = Federation of Consulting 
Engineers. Major-General G. N. Russell, 
member of the British Transport Com- 
missio>, proposed the toast of the Associa- 
tion, and spoke of the value of the diesel 
engine in road transport. Mr. H. D. 
Adams replied to this toast. 


B.T.C. Films Selected for Harrogate Festiva). 

Fourteen British Transport Commission 
films were selected for showing in each of the 
nine categories of the Harrogate Festival 
of Films in the Service of Industry on April 
21-24. Among them was “ Between the 
Tides,’ which gained first prizes in the 
Venice and Cork Film Festivals last year, 
and describes the plant and animal life to 
be found by the tourist and holidaymaker 
on the West Coast of Britain. Other B.T.C. 
films shown were, in the education and train- 
ing category, ‘“‘ Mishap” and “ Diesel 
Train Driver, Part I : Driving the Train,” 
and in the health and safety category, 
“It’s a Dangerous World.” 


Excess Fare Paid by Commander Hawkes.— 
On April 14, in the Haywards Heath County 
Court, the British Transport Commission 
won its claim for 9s. 6d. excess fare from 
Commander G. F. Hawkes, who travelled in 
a first-class compartment while holding a 
second-class ticket. The proceedings had 
been adjourned for some months so that 
Commander Hawkes’ contention that cer- 
tain conditions of issue of tickets were un- 
reasonable might be examined by the Trans- 
port Tribunal. The judgment of that Tribunal, 
dated March 11, which held that such con- 
ditions Were not unreasonable, but were only 
declaratory of common law rights, was 
the subject of editorial comment in our 
March 20 issue. 


Railway Benevolent Institution.—At a meet- 
ing on April 20 the board of the Railway 
Benevolent Institution granted annuities to 
nine widows and six members involving an 
additional annual liability of £334; 112 
gratuities also were granted, amounting to 
£1,077 to meet cases of immediate necessity. 
Grants made from the Casualty Fund during 
March amounted to £1,377. 


Reductions for Accompanied Motorcars to 
Ireland via Stranraer.—Motorists travelling 
between Scotland and Northern Ireland 
during May, will be granted reduced rates 
for accompanied motorcars on the British 
Railways, Scottish Region Stranraer-Larne 
sailings. Motorcars, caravans, and two- or 
four-wheel baggage trailers will be conveyed 
between Stranraer and Larne at single rate 
and a half for the double journey, provided 
not less than two adult saloon fare-paying 
passengers travel with thecar in each direction. 


Trends in Compressor Sales.—Total sales of 
compressors and exhausters contracted last 
year by nearly 6 per cent. the overall pattern 
of the industry following the general trend of 
activity to a large extent. Within this general 
trend, some marked changes in the type of 
compressor being bought by industry are ap- 
parent. There is evidence of a rise in popu- 
larity of the rotary type of compressor, 
especially for portable operation. Until 1954, 
portable compressors were commonly of the 
reciprocating type. In 1954, the first of oil- 
flooded rotary-vane compressors were intro- 
duced to the U.K. market. Some £215,000 
worth of this type of plant was sold in 1955 
as compared with £2,460,000 for portable 
reciprocating compressors. In the following 
years, these positions have been radically 
altered and during 1958, the rotary vane com- 
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pressor accounted for almost one half of total 
portable sales, the figures being £1,434,000 
and £1,529,000 respectively. The market for 
portable compressors showed a decline of 
some 17 per cent. during 1958 as compared 
with 1957. This contraction was not evenly 
shared, the sales for rotaries showing a 24 per 
cent. improvement on 1957 figures whilst 
sales of portable reciprocating compressors 
fell by over 33 per cent. 


Signalling and Telecommunications in the 
U.S.A.—The number of locomotives in the 
U.S.A. equipped with radio at the beginning 
of last year was 6,078, and not 1,019, as was 
stated in error on page 414 of our April 10 
issue. 


Forthcoming Meetings 


April 28 (Tue.).—to April 30 (Thu.). 
Institution of Locomotive Engineers, 
summer meeting in Scotland. 

May 4 (Mon.).—The Society of Engineers, in 
the apartments of the Geological Society, 
Burlington House, London, W.1, at 
5.30 p.m. Paper on “ Grouting and 
civil engineering,” by Mr. D. J. Ayres. 

May 6 (Wed.).—Electric Railway Society, 
at Fred Tallant Hall, 153, Drummond 
Street, London, N.W.1, at 7.15 p.m. 
Paper on “ It’s safer by rail,” by Mr. P. 
Hale. 

May 6 (Wed.) to May 8 (Fri.).— 
of Materials Handling, 
national conference at the Waldorf 
Hotel, London, W.C.2. Conference 
to be opened by Sir Edward Beddington- 
Behrens. 

May 9 (Sat.).—Permanent Way Institution, 
Leeds & Bradford Section. Visit to 
long welded rail plant at Dinsdale. 

May 9 (Sat.).—Permanent Way Institution, 
London Section. Visit to Britannia 
Tubular Bridge, Menai Straits, London 
Midland Region, British Railways. 
Joint visit with North Wales Section. 


The Institute 
first inter- 


Railway Stock Market 


An upward trend has been resumed in 
stock markets where industrial shares 
featured and sentiment was helped by some 
higher dividend payments. Movements 
among foreign rails were small and without 
significance, but United of Havana second 
income stock was firmer at 6, and the 
consolidated stock changed hands at 1}. 
Chilean Northern 5 per cent first debentures 
remained at 55, and Costa Rica ordinary 
stock at 134, while Brazil Railway bonds 
were again quoted at 6 and San Paulo Rail- 
way 3s. units at Is. 104d. Mexican Central 
“A” bearer debentures strengthened from 
574 to 59. Elsewhere, Antofagasta ordinary 
and preference stocks have been main- 
tained at 12$ and 254 respectively, with the 
4 per cent perpetual debentures again 354, 
and the 5 per cent (Bolivia) debentures 854. 
Guayaquil & Quito assented bonds were 
784 and Paraguay Central prior debentures 
quoted at 12. International of Central 
America common shares were $23 and the 
preferred stock $108. 

Canadian Pacifics strengthened from $543 
a week ago to $544; the 4 per cent prefer- 
ence was 543 and the 4 per cent debentures 
654. White Pass shares firmed up from 
$13} to $147, Nyasaland Railways shares 
held their rise to 13s. 9d. West of India 
Portuguese capital stock at 1054 and the 
5 per cent debentures at 914 were also the 
same as a week ago. Elsewhere, Emu Bay 
5 per cent irredeemable debentures have 
changed hands at 28. 

Among shares of locomotive builders and 
engineers Beyer Peacock 5s. shares eased 
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from 7s. 103d. to 7s. 74d., but Charles R 
5s. shares held their rise to Ils. 6d,, | 
Westinghouse Brake strengthened again 
43s. 6d. to 44s. Birmingham Wagon e 
from 19s. to 18s. 9d., and North Brig 
Locomotive remained at 9s. 6d. Wag 
Repairs 5s. shares have eased to 8s, 
and Gloucester Wagon 10s. shares 
17s. 103d. G. D. Peters were stead 
26s. 10$d.xd. 


British Timken, which were 69s. 9d. a 
ago have advanced to 82s. 6d. in response 
the take-over offer made by Timken Ro 
Bearing, the U.S.A. company, for the sh 
it does not already own. The American C 
pany wished to offer shareholders in 
British concern an exchange into its 9 
shares, but this was not allowed by the B 
of England. The proposed cash offer y 
bring in $30,500,000 to United Kingg 
dollar reserves. The American comp 
plans an extensive advertising campaign 
British Timken to meet the much mg 
competitive conditions ruling in exp 
markets. Shares of other bearing compa 
have risen, partly because it is believed ff 
shareholders in British Timken will q 
some of the mcney they receive for 
shares to re-invest in shares of other bear 
makers. Compared with a week ago, Rj 
somes & Marles 5s. shares have risen fi 
17s. 3d. to 18s. 6d., and Pollard Bea 
4s. shares from 24s. to 26s. 6d.xd. 


Cables at 52s. 9d. held the rise whi 
followed the recent news of the hight 
dividend. Enfield Cables were higher 
19s. 3d., and Enfield Rolling Mills 48s, 
after news of the proposed merger. Pres 
Steel 5s. shares at 25s. 104d. reflected 
little profit-taking after the results. 
10s. shares of the Dowty Group were 41s. 348 
xd. Stone-Platt Industries were good with) 
fresh rise from 46s. 6d. to 49s. 3d. 
ciated Electrical were slightly higher 
balance at 59s. 6d., with English Elect 
64s., General Electric 32s. 6d. and Cromp 
Parkinson 5s. shares 14s. T. W. Ward 
87s. 3d. moved slightly higher on balane 
and Vickers rallied sharply to 34s. 1}@ 
after publication of the results. 


OFFICIAL NOTICES ' 


AILWAY TURNTABLE. For sale, Mundt typ 
standard gauge turntable, 65 ft. long, yiny 
capacity 150 tons approx. WATER R 
3,000 gallon Water Crane. TURNOUTS. T 
1 in 8 Turnouts in 75 Ib. F.B. rail; interchangeable 
suit L.H. or R.H. All these items are in exo 
condition. Apply Eagre Construction Co, 
East Common end Scunthorpe, Lincs. ’Phone: 45% 


GHOT BLASTING AND METAL SPRA 
in situ by the “on-site” experts. An 
anywhere at competitive rates. Darnall Shot B 
Co. Ltd., Doctor Lane, Sheffield, 9. Tel. 42896 





‘HE makers of NIFE accumulators, have a vaci 

in London for a Sales Engineer with interest 
railway matters. Excellent prospects of prog 
career with expanding Company. H.N.C. level 
education preferred but not essential, age up to 
Remuneration according to age and qualifications, p 
pensionable. Apply with full details of educati 
career and interests, to G.H.D., Alkaline Batten 
Ltd., 53, Victoria Street, London, S.W.1. . 
RETIRED Qualified Mechanical Engineer ( 

ex-public school and Gresley pupil; 30 
experience locomotives (steam and diesel), 
and wagons, workshops and running U.K., mili 
overseas railways, seeks interesting appoin 
anywhere. Purpose: to avoid idleness, aug 
pension pro rata school fees and dodge digging 
garden. Box 794, Railway Gazette, 33, Tothill Stree 
London, S.W.1. R 


PRESSED STEEL COMPANY LIMITED Rai 
Carriage and Wagon Division, Paisley. Scoth 
have some additional appointments for Senior D 
Engineers for work on railway rolling stock, inclue 
diesel and electric multiple units. The work inve 
includes structural design, engine and equipms 
layout, interior trim and styling, and offers conside 
scope for advancement. Salary according to 
experience and qualifications. First class cond it 
of employment including Contributory Pet 
Scheme, etc. Applications to Personnel Manager. 











